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Gandy Area Transportation Study 
Executive Summary 


The portion of the Interbay peninsula south of Gandy Boulevard has recently experienced a renaissance of 
infill and redevelopment that has caused citizen concern relative to traffic congestion. The City of Tampa 
initiated a transportation planning study to assess transportation needs associated with approved, but not 
yet built, developments and to assess the potential for further intensification. This study assesses the 
magnitude of growth in the study area, develops a solution to meet estimated short-term needs, and 
identifies issues and strategies to deal with continued, longer-term development. 


Most of the concerns are focused on Westshore Boulevard, on the western edge of the study area. Roads 
serving this area are currently full, with no excess capacity to accommodate additional traffic. The City of 
Tampa and the Florida DOT have scheduled improvements in the area, but they are inadequate to 
accommodate the planned traffic growth. Additional roadway improvements with an estimated cost of $20 
to $40 million have been identified to replenish the capacity of the road network, almost off-setting 
expected traffic growth. These improvements include: 


» Connecting Tyson Avenue from Westshore Boulevard to Manhattan Avenue 

« Four-laning Westshore Boulevard from Tyson Avenue to Fair Oaks Avenue 

» Adding a southbound lane on Manhattan Avenue from Gandy Boulevard to Tyson Avenue 
* Other relatively low-cost intersection and bicycle and pedestrian safety improvements. 


Alternative methods to fund these improvements were explored, and developer assessments appeared to 
be the most promising strategy. Additional improvements to roads in the Interbay Peninsula further north 
were also identified to address the need for additional capacity. 


To allow additional growth in the area, be it from already-entitled lands or proposals to intensify 
development beyond the allowances of current zoning, the City must agree upon the need for more 
substantial and costly improvements (if currently adopted transportation service goals are to be met), 
reduced quality of service standards, or limitations on the location and intensity of future growth. 


The City will be updating its Comprehensive Plan in 2007, and a positive outcome of this study will be to 
apply lessons learned from this study to amendments to the plan. To be an effective Plan, the City needs 
to more clearly define the character, intensity, and location of desired urban development, and its 
supporting transportation system. Funding sources to allow implementation of the Plan must be identified, 
and the role of development and residents of the City in implementing and funding the Plan should be 
defined. Finally, the City must remain committed to implementing the vision it establishes. 
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Chapter 1: Introduction 


In recent years the area of Tampa’s Interbay Peninsula, south of Gandy Boulevard and along Westshore 
Boulevard has experienced an infill and redevelopment trend in which vacant or industrial land uses have 
been rezoned to multi-family residential or mixed use pursuant to development proposals. Although these 
uses may be perceived as more compatible with the primarily single-family land uses in the area, the 
potential collective traffic impacts of these developments have raised concern regarding the existing 


transportation network’s ability to accommodate the anticipated growth in traffic. 


Because of existing congestion on the major (functionally classified) roadway network, one possible impact 
of additional traffic may be increased use of neighborhood roads for non-neighborhood trip purposes. In 
addition to the inconvenience of greater traffic congestion, the current residents of the Gandy Area may be 


impacted by “cut-through” traffic along residential streets with implicit effects on safety and quality of life. 


Beyond the potential traffic impacts of Gandy Area development on existing residents, it is anticipated that 
increased trip generation south of Gandy Boulevard will also impact roadways throughout the Interbay 
Peninsula as many residents of the new developments are expected to commute to the Westshore 
Business District, Downtown Tampa, and other points north. Increased traffic resulting from infill and 
redevelopment in the Gandy Area may worsen congestion along Gandy Boulevard. As the primary 
connection between the Gandy Bridge and both the Selmon Crosstown Expressway and Dale Mabry 
Highway, Gandy Boulevard is an important link in the regional roadway network and is a primary 


evacuation route for lower Pinellas County. 


To address these issues, this study considers the following questions: 


» What is the capability of the existing transportation system to accommodate growth? 

» What are the nature of changes to the transportation system that would increase capacity, and what 
are their costs? 

« What is a reasonable quality of transportation service that is acceptable to the community? 

*» How much additional growth can be sustained with improvements at an acceptable quality of 
service? 

«What is the role of public agencies (Florida DOT, Hillsborough County, HART, and the City of 


Tampa), existing residents, and the development community in achieving a plan for mobility? 
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Study Area 

The Gandy Study Area, as shown in Figure 1-1, is principally defined as that area of Tampa’s Interbay 
Peninsula south of Gandy Boulevard. With the exception of a handful of approved and proposed 
developments immediately north of Gandy Boulevard, only development south of Gandy Boulevard is 
included in this study’s growth assumptions. As such, additional proposed development projects within the 


Interbay Peninsula are not specifically factored in this study’s analysis. 


Based on the geographic scope of this study, transportation recommendations developed herein primarily 
focus on elements of the transportation network adjacent to and south of Gandy Boulevard. Though this 
study identifies possible consequences of Gandy Area development on roadways north of the study area, 
solutions to traffic issues in the Interbay Peninsula north of Gandy Boulevard are not within the scope of 
this study. Likewise, policy recommendations included in this study will consider the overall 
comprehensive planning environment of the City of Tampa, as well as the State of Florida, but will be 
primarily geared to address issues specific to the Gandy Study Area. As such, these recommendations 
may not be applicable to the City at large, and may, in particular circumstances, require reexamination of 


global City of Tampa policy regarding infill and redevelopment. 


As discussed further in Chapter 3, the area south of Gandy Boulevard includes a diverse mix of land uses 
including single family residences; apartments; manufacturing, industrial, and warehouse uses; vacant 
property; public schools, City-owned parks and utilities; and MacDill Air Force Base. MacDill AFB accounts 
for over half of the gross acreage of the study area and is a major factor in Gandy Area trip generation. 
Excluding MacDill AFB, single family homes account for approximately 38% of the study area acreage and 


over 70% of the area’s cumulative assessed property value. 


Study Advisory Committee 
Although many aspects of the Gandy Area Transportation Study, such as calculating intersection level of 


service or new development traffic generation, rely on fairly standard quantitative measures, it is important 
to qualify the meaning of these measures based on the input of Gandy Area citizens. Likewise, it is 
necessary to gather input from various stakeholder groups to help qualify potential transportation and 


policy recommendations. As such, the Study Advisory Committee had two principle purposes: 


1) Solicit input to identify issues or problem areas potentially overlooked in the scope of this study; and 


2) identify common ground upon which to develop transportation and policy solutions 
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One function of the Study Advisory Committee, through the identification of “unacceptable” traffic problem 
locations, is to relate quantitative measures of traffic conditions to the particular impressions of Study Area 
citizens. Because it is mostly surrounded by water, the Interbay Peninsula is insulated from much of the 
traffic congestion typical of the Tampa Bay area. With the exception of a portion of the roughly 30,000 
daily trips on the Gandy Bridge, all traffic in the Interbay Peninsula is either generated from or terminates at 
a home or business on the Peninsula. This inherent protection from regional “cut-through” traffic such as 
that found on I-275, I-4, Hillsborough Avenue, Kennedy Boulevard (SR 60), and other regional arterial 
roadways, contributes to the Interbay Peninsula historically exhibiting lower levels of traffic congestion than 
the City of Tampa as a whole. As such, citizens of this area may be more sensitive to traffic congestion 


and have a different idea of an “acceptable” level of congestion than would otherwise be assumed. 


The second major purpose of the Advisory Committee is to better understand the opportunities and 
constraints of the development community, the City of Tampa, MacDill AFB, and other area stakeholders to 
determine whether mutually favorable outcomes—or at least mutually acceptable compromise—can be 
attained in this rapidly changing area. This study used an independent interview process and inclusion of 
these key stakeholders on the Study Advisory Committee to qualify assumptions, test proposed traffic and 


policy solutions, and better come to grips with various stakeholder group interests. 


Through the course of this study, three Advisory Committee Meetings were held—the principal outcomes of 
which are documented in Appendix 1 of this report. 


Study Overview 
The Gandy Area Transportation Study consisted of five principal components: 


« Evaluation of Existing Transportation and Land Use Conditions 
» Assessment of ‘Approved’ Development Impacts 

« Formulation and Assessment of Proposed Improvements 

* Evaluation of Additional Development Potential 

* Development of an Implementation Strategy 
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Chapter 2: Existing Transportation Conditions 


As noted in Chapter 1 of this report, the Gandy Study area is primarily defined as that portion of Tampa’s 
Interbay Peninsula south of Gandy Boulevard, however, this study also considers traffic impacts throughout 
the Interbay Peninsula as far north as Kennedy Boulevard. In addition to existing roadway infrastructure, 
committed, funded roadway improvements based on the City of Tampa Capital Improvement Plan and the 
Florida Department of Transportation (FDOT) 5-Year Work Program are also considered in the existing 
conditions analysis. This network of existing facilities and committed improvements may alternately be 
referred to as the “E+C Network.” Subsequent chapters of this report evaluate the impact of various 
development scenarios in the E+C Network in combination with potential transportation improvements, not 


currently planned or funded. 


In addition to the roadway network, the following transportation system components are also considered in 


the Gandy Area Transportation Study: 


« Transit Service 

» Sidewalk Facilities 

" On-Street Bicycle Facilities 

» Existing Greenways and Trails 

* Railroad Corridor Right-of-Way 

=" Key Roadway Corridor Right-of-Way Constraints 


Roadway Inventory and Base Year Traffic Volumes 
In addition to Gandy Boulevard and Interbay Boulevard which accommodate east-west travel, the Gandy 
Study Area is served by 6 functionally classified (non-local) north-south roadways comprised of 14 lanes 


with a total capacity of approximately 109,000 daily trips. Roadway functional classifications include: 


« Principal Arterials - serve the major centers of activity of a metropolitan area, the highest traffic 
volume corridors, and the longest trip demand 

« Minor Arterials - interconnect with and augment the principal arterial system and provide service to 
trips of moderate length at a somewhat lower level of travel mobility than principal arterials 

«Collector Streets - provides both land access service and traffic circulation within residential 


neighborhoods, commercial and industrial areas 
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These roadway classifications are incorporated in the City of Tampa Comprehensive Plan to identify the 
intended purpose of existing and planned roadway facilities. Additionally, the City of Tampa 
Comprehensive Plan identifies “Neighborhood Collector’ roadways as a 4" class of major roadways which 


are anticipated to carry more traffic than local roadways, but are not as significant as Collector roadways. 


Table 2-1 indicates that traffic carried on these roads currently consumes only 70% of the available north- 
south capacity. However, more of the surplus capacity is available east of Dale Mabry Highway. 
Immediately west of the intersection of Dale Mabry Highway, the Selmon Crosstown Expressway 
terminates into Gandy Boulevard providing a limited access toll facility connecting the Gandy Study Area to 
Tampa’s Central Business District, Interstate 75, and the Brandon area. Although this facility has the 
capacity to carry over 70,000 daily trips, the section interfacing the Gandy Study Area presently carries 


approximately 20,000 vehicles per day. 


As shown in Figure 2-1, the addition of the Selmon Crosstown Expressway, in conjunction with the 4-lane 
section of Bayshore Boulevard, adds considerable north-south capacity immediately to the North of Gandy 
Boulevard. However, in order for Pinellas County traffic entering the region via the Gandy Bridge to utilize 
the surplus capacity along the eastern half of the peninsula, this traffic must first traverse Gandy Boulevard 
which currently carries between 33,000 and 47,000 daily trips. This traffic volume exceeds the service 
capacity of this 4-lane divided roadway, effectively creating a bottleneck between the Gandy Bridge and the 


“surplus” north-south capacity described above. 


Table 2-1: Summary of Gandy Study Area North-South Roadways 


Physical Number of % Capacity 
AADT Capacity Lanes Consumed 
Bayshore Boulevard 9,800 16,055 


MacDill Avenue 6,300 12,600 
3,500 12,600 28% 


97% 


95% 


} 

Dale Mabry Highway 34,700 35,700 

7,300 16,055 45% 
7 


Westshore Boulevard 15,200 16,055 


Gandy Study Area Total 76,800 109,065 
Dale Mabry & West Sub Total 57,200 67,810 


70% 
84% 
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Figure 2-1: Existing North-South Functionally Classified Roadway Capacity 
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Figure 2-2 (following page) shows the number of lanes and median type for each functionally classified 
road in and adjacent to the Gandy Study Area as well as the location of existing signalized intersections, 
local streets, railroad tracks, and local street railroad crossings. Although this study generally does not 
include local streets in study roadway network, the limited number of railroad crossing points south of 
Gandy Boulevard, combined with existing traffic levels along Gandy Boulevard, suggests the potential for 
east-west traffic to utilize those local roads on which a railroad crossing is provided. 


Figure 2-3 documents existing 72-hour machine count traffic volumes on the three local streets which 
provide east-west access across the CSX railroad tracks between Gandy Boulevard and Interbay 
Boulevard. Although these roads have been traffic calmed using speed tables, signs, and pavement 
markings, they are included in the study area major roadway network to help model the demand for east- 
west travel which cannot be adequately satisfied by the limited capacity along Gandy Boulevard. Also, for 
documentary purposes, collection of traffic count data prior to the build-out of approved development in the 
Gandy Study Area may serve as a benchmark against which future traffic volumes may be measured. 


Figure 2-2: Local Road Railroad Crossing Traffic Volumes 
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Committed Roadway Capacity Projects 
The following roadway capacity projects, as illustrated in Figure 2-4 are scheduled for the Gandy Study 
Area: 


» Manhattan Avenue 4-Lane Widening Project from Gandy Boulevard to Euclid Avenue 
» Reconstruction of Gandy Boulevard from the Gandy Bridge through the Dale Mabry intersection 
including the following key enhancements: 
o 4-Lane Divided typical section with 30 foot raised median 
o Addition of westbound to northbound right turn lane at Westshore Boulevard 
o Addition of dual eastbound, northbound, and southbound left turn lanes at Manhattan 
Avenue 
o Addition of dual left turn lanes at all approaches at Dale Mabry Highway 
= Bridge Street Connection as 2-Lane Collector Roadway — No traffic signal or northbound to 
westbound left turn at Gandy intersection. 


These projects increase north-south capacity between Gandy Boulevard and Euclid Avenue to 224,300 
vehicles per day and 22 directional travel lanes. For the purpose of assessing the impacts of Approved 
developments in the Gandy Study Area, the Committed Roadway Projects described above will be 
considered as part of the base roadway network. 
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Figure 2-4: Committed Roadway Capacity Projects 
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Existing and Committed Intersection and Roadway Level of Service 

Based on a compilation of intersection turning movement counts provided by the City of Tampa, the Florida 
Department of Transportation (FDOT), and additional counts collected specifically for this study, key 
intersections in the Gandy Study Area were modeled using Synchro software to calculate level of service 
by movement, approach, and intersection. Additionally, Intersection Capacity Utilization (ICU) was 
calculated to show the potential reserve capacity available at each intersection. Turning movement count 


summaries are included in this report as Appendix 2. 


Consistent with accepted traffic engineering methodology, turning movement counts at the following key 
Gandy Boulevard intersections were used to provide a ratio of observed turning volumes at each 


intersection approach: 


» Gandy Boulevard @ Westshore Boulevard 
" Gandy Boulevard @ Manhattan Avenue 


"Gandy Boulevard @ Dale Mabry Highway 


Absent hourly machine count data, the turning movement counts were also used in conjunction with City of 
Tampa and FDOT annual traffic counts to estimate the peak hour directional split (D-Factor) of traffic for 
each key intersection leg. To derive the peak hour entering volume for each approach, the daily traffic 
volume was multiplied by the FDOT K-100 Factor for Gandy Boulevard (9.71%) which was then multiplied 
by the D-Factor derived from the turning movement counts. The peak hour entering volume was then 
multiplied by the approach turning movement ratios to provide 100th highest hour turning movements for 
intersection analysis. Traffic signal cycle lengths and splits in effect at the time of the study were obtained 
from the City of Tampa Signal Timing. Entering volumes used for the estimation of peak hour turning 


movements are illustrated in Figure 2-5. 
Application of existing traffic volumes to the existing roadway network Synchro (HCM) intersection 
summary reports are included as Appendix 3 while an assessment of existing traffic volumes, applied to 


the E+C roadway network is documented in Appendix 4. 


Generally, the existing traffic volumes along and across Gandy Boulevard applied to the existing roadway 


infrastructure yield a congested traffic condition. This condition would improve at the intersections of 
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Gandy Boulevard and Manhattan Avenue and Gandy Boulevard and Dale Mabry Highway as a result of the 
implementation of committed improvements if no additional traffic were added to the network. However, 
due to the load-balancing observed in regional traffic models between the Howard Franklin (I-275) and 
Gandy Bridge, as well as the likelihood of annual increases in regional travel demand coupled with 
localized traffic impacts, any decrease in congestion gained by these intersection capacity improvements 


may be short-lived. 


Figure 2-5: Peak Hour and Daily Entering Volumes 
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Transit Service 

Transit service to the Gandy Study Area, summarized in Figure 2-6, consists of four fixed local bus routes 
and three express routes. Two of the express routes, Route 24X and Route 25X, which connect MacDill 
AFB to the Brandon and Fishawk areas, do not presently stop outside the base. Route 100X which 
connects St. Petersburg to the Tampa CBD stops at the Britton Plaza transfer center, but does not stop 
along Gandy Boulevard and so is not directly accessible to the Gandy Study Area at this time. The Selmon 
Crosstown Expressway has been identified for study as a Transit Emphasis Corridor and as such may be 


prioritized for premium transit service with reduced headways. 


Sidewalk Facilities 

As shown in Figure 2-7, the Gandy Study Area functionally classified roadway network generally has 
continuous sidewalks along at least one side of the street. With the exception of those areas highlighted in 
Figure 2-7, most local roadways in the Gandy Study do not have adequate sidewalk coverage in that most 


local roadway segments do not have continuous sidewalk along at least one side of the street. 


On-Street Bicycle Facilities 

The functionally classified roadways in the Gandy Study Area do not include designated bike lanes nor, 
with the exception of Euclid Avenue and parts of Westshore Boulevard south of Tyson Avnue, do they 
provide sufficiently wide outside travel lanes to allow bicycles to ride alongside automobile traffic. 
Although the Gandy Boulevard reconstruction project includes the addition of shared use paths to connect 
the Gandy Bridge/Friendship Trail with sidewalk infrastructure at Bridge Street, no on-street bicycle lanes 
are included in this committed project. Bikeways are planned concurrent with cost-affordable 
improvements to MacDill Avenue from Interbay Boulevard to Dr. Martin Luther King Jr. Boulevard and 


along Manhattan Avenue/Henderson Boulevard from Gandy Boulevard to Dale Mabry Highway, 


Existing and Planned Greenways and Trails 

Figure 2-8 illustrates existing, cost-affordable, and proposed greenways and trails. Principal elements of 
the cost-affordable trail network include extension of the Friendship Trail from the intersection of Bridge 
Street and Gandy Boulevard along Bridge Street and then along the Tyson Avenue Corridor to Manhattan 
Avenue. From there, the trail will roughly follow Manhattan Avenue south to intersect with trail running from 
Picnic Island State Park along Commerce Boulevard and the northern boundary of MacDill AFB to connect 


with Gadsen Park and Bayshore Boulevard. 


Tindale-Oliver & Associates, Inc. 


Railroad Corridor Right of Way 

Presently two railroad facilities exist in the Gandy Study Area. The Tyson Avenue corridor, shown in 
Figure 2-9 connects the Rattlesnake Point industrial/port facilities with the Port Tampa CSX tracks. The 
Port Tampa tracks run diagonally across the Interbay Peninsula and through the CBD to the main rail 
terminal east of Ybor City. The Port Tampa CSX tracks cross Gandy Boulevard approximately at Church 
Street and thereafter run parallel and to the west of the Selmon Crosstown Expressway into Central 
Tampa. From Commerce Street to lowa Avenue this corridor includes 140 feet of right of way. From lowa 


Avenue to Gandy Boulevard this corridor includes approximately 100 feet of right of way 
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Figure 2-6: Existing Transit Service 
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Figure 2-9: Tyson Avenue Corridor Right of Way 
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Key Roadway Right-Of-Way Constraints Figure 2-10: 2-Lane and 4-Lane Undivided Roadway Right of Way 


A major cost consideration on potential transportation solutions is the availability of right-of-way along Pa Typical Right of Way (ft) 
yp! ! y 


existing roadway corridors. Specifically, portions of Westshore Boulevard north of Bay to Bay Boulevard 


are defined by the Hillsborough County Metropolitan Planning Organization as “Deficient” and > z = mum 50 
“Constrained” based on traffic data, available right-of-way, and City of Tampa Comprehensive Plan policy. eS o< Se | mae 5S 
Although the scope of development in the Gandy Study Area may require acquisition of right-of-way ~~ i 
through the eminent domain process, the cost of doing so dictates that transportation system — 
improvements which can be accommodated within existing roadway/right-of-way corridors are more Z) I 4 mums 75 
practical to implement. ! ; “| mE 80 
E Ma 90 
Figure 2-10 shows typical right-of-way for roadways in the Interbay Peninsula likely to be affected by aa y — ia 
mall —H ZV Right-of-Way Review Corridors 
increased traffic due to infill and redevelopment in the Gandy Study Area. These right-of-way =” HHH Lanes and Median Type 
measurements were developed by reviewing City of Tampa GIS parcel maps for each corridor and do not : @ Ha 3. FF 
reflect policy constraints, utilities easements, or other constraints not shown on the parcel map. They are ‘| | 6, F 


== 6, D 


generally accurate to within 5 feet and reflect the minimum right-of-way for each roadway segment. 


= 3. Oo 
Hf \ mee 4, F 
Theoretically, a 60-foot roadway cross-section, typical of 2-lane undivided functionally classified roads in = Ye i ——4D 


oe 4 


the Interbay Peninsula, might accommodate a 4-lane undivided roadway; however, this roadway cross- 


fii 


ame 2 O 


section includes many compromised safety and capacity design standards and is not recommended. A 60- 
=—— 2,D 


foot roadway cross-section is better suited to accommodate 2-lane divided roadways, which may 


potentially include right turn lanes and/or bus pull-out bays at key locations. 


Likewise, while an 80-foot roadway cross-section might accommodate a 4-lane divided roadway with 11- 


HR BBeSs 


foot travel lanes and a 12-foot unrestricted (two-way left turn) median, this too represents a compromise 


from preferred design guidelines with respect to median width as well as bicycle and pedestrian features 


ABB 
oil 


ETT, 


and safety. Alternate cross-sections including on-street bicycle lanes, off-street shared use trails, bus rapid 


oH a 


transit lanes, and other innovative strategies may better support the City’s comprehensive planning 


~— 


wu 
Tas. 


objectives. 


From this, it may be concluded that widening existing key 2-lane undivided roadways to full 4-lane divided 
roadways is not likely without significant right-of-way acquisition. 
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Chapter 3: Existing Land Use Figure 3-1 Existing Land Uses (DOR 


Excluding MacDill AFB, the Gandy Study Area is comprised of nearly 4,000 acres with a diverse mix of 
land uses including single family homes, commercial/retail uses, public schools and parks, as well as 
warehouse, manufacturing, and heavy industrial/port-related land uses. This chapter presents analysis 


and documentation of existing land use and zoning patterns. 


Existing Land Use 

The existing land use analysis shown here is based on the Department of Revenue (DOR) land use code 
as Stated in the 2005 GIS Parcel Map provided by the City of Tampa Management Information Systems 
Division. Table 3-1 summarizes each land use and groups the individual uses into the 9 general categories 
shown in Figure 3-1. Excluding MacDill AFB, single family land use is the dominant existing land use in 
the Gandy Study Area both in terms of overall acreage and overall assessed value. Chart 3-1 shows the 


individual DOR land uses which consume the most acreage, as well as their cumulative assessed value for 
2005. 


Chart 3-1: Top 10 Existing Land Uses by Cumulative Acreage and Assessed Value 
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The distributions shown in Table 3-1, Chart 3-1, and Figure 3-1 reflect ‘on-the-ground’ land use, and do not 
reflect the impact of recently proposed and approved developments in the Gandy Study Area. 


Current Zoning Designations 

Adopted zoning designations suggest the extent to which land can be developed without the need for 
zoning or land use review. Provided concurrency is not an issue, a municipality or other government 
agency has limited ability to deny a development in conformance with the existing zoning designation so 
long as that development meets all usual land development regulations and health, safety, and welfare 
concerns have been adequately resolved. As such, review of existing zoning designations provides a 
measure of base-line development potential for the Gandy Study Area. Table 3-2 shows the distribution of 
land and vacant acreage zoning category for the Gandy Study Area. Figure 3-2 illustrates existing 
(Summarized) zoning designations, while Figure 3-3 illustrates the allowable density range for residential 


development based on the adopted zoning designations. 


Table 3-2: Distribution of Land by Zoning Category 


Percent 0 
Percent of Vacant Vacant Percent 
Zoning Designation Total Acres Acres Acres Acres Vacant 


22.3% 18.1% 


0 


13.3% 
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As shown in Figure 3-3, much of the single family residential land in the study area, particularly in the Port 


Tampa area is zoned for small lots (RS-50 and RS-60) and consequently infill and redevelopment may 


occur at densities from 6 to 10 units per acre as opposed to 4 to 6 units per acre associated with typical 


suburban development. 
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Chapter 4: Approved Development Trip Generation 


Data supplied by the City of Tampa Transportation Division indicates a total of 317 acres of property are 
currently or tentatively approved for infill and/or redevelopment within the Gandy Study Area. As shown in 
Figure 4-1, the gross trip generation potential of these developments is significant. 


Figure 4-1: ‘Approved’ Development Daily Gross Traffic Generation 


agg zm 


Georgetown: 14,100 | 


1 SSS 


Hendry: 11,600 


Ton 


Tindale-Oliver & Associates, Inc. 


Approved Development Densities, Intensities and Trip Generation 

It is anticipated the development projects highlighted in Figure 4-1 will include approximately 4,900 multi- 
family units, 500 single family units, and 260,000 square feet of non-residential space. Based on typical 
ITE trip generation estimates, the gross trip generation of these developments, summarized in Table 4-1, is 
approximately 46,000 daily trips. However, because some of these developments displace existing 
industrial land uses, or, in the case of the Georgetown property, existing multi-family residential uses, it is 
appropriate to deduct the existing land use trip generation estimate from the gross trip generation data 
when considering the net effects of their changes. 


Based on a review of Tampa Bay Regional Planning Model (TBRPM) validation year land use data, 2004 
aerial photography, and Hillsborough County Property Appraiser Data, approximately 6,000 existing trips 
were credited to the Gandy Area Approved Developments. Of these, approximately 2,000 trips were 
credited south of Gandy Boulevard based on displaced (Light Industrial) uses while approximately 4,000 
trips were credited to the Georgetown property based on the estimated trip generation of approximately 
700 multi-family dwelling units. 


The resulting net trip generation estimate, assuming full build-out of the approved site plans and based on 
the Institute of Transportation Engineers’(ITE) Trip Generation Handbook (2003) results in approximately 
30,000 new net daily trips generated south of Gandy Boulevard with an additional 10,000 net new trips 
generated north of Gandy Boulevard. Given the locations of the approved developments and the existing 
and planned roadway network configuration, it is anticipated the majority of these new trips will directly 
impact Westshore Boulevard and subsequently Gandy Boulevard as they attempt to travel in an out of the 
study area and the Interbay Peninsula. 
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Table 4-1: Summary of ‘Approved’ Development Trip Generation Data 


Qual- Non-Res|_ Total ADTI DU/ 
TAZ Development RES ADT; Com. Rest. Hotel ADT ADT FLU ACRE ACRE 


[464 |Weverett(250 Apts. Proposed) | |_|], atos] S| | | tog} | at) 
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465, 


41 45 
3 tz] fags’ | toto | tl 
751 14 1 
H 
13 


ami | | | | | | rao | od 0 
EN 2 


ITE LUC 210 230 820 814 710 931 310 
Trip Generation Rate Per DU/KSqFt 9.57 5.86 42.94 44.32 11.00 89.90 8.92 

ITE LUC 210 230 820 814 710 931 310 Displaced Net New 
Trip Generation Rate Per DU/KSqFt 9.57 5.86 42.94 44.32 11.00 89.90 8.92 Use Trips Trips 
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753\Hendry PDA 5960] 5,860| seas] - | rif - | - | ser sneer a75tind | s2o|_ 11.219 
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All 6,065 40,201 
South of Gandy 1,963 30,239 
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Traffic Analysis Zone Modifications and Inputs 

To estimate the impacts of these projected trips on the functionally classified roadway network, 
modifications were made to the year 2000 Tampa Bay Regional Planning Model (TBRPM) land use data as 
well as to the traffic analysis zone (TAZ) structure in the Gandy Study Area. In order to more discretely 
assign trips based on the geographic characteristics of ‘approved’ developments, several large traffic 
analysis zones were broken down into multiple smaller zones. Figure 4-2 shows the TAZ structure used 
throughout this study and indicates the new numbering scheme for the Year 2000 validation zones which 


are indicated by common coloration. 


Dwelling units and employment were allocated to the ‘new’ TAZs based on the 2005 property appraiser 
GIS parcel map, review of aerial imagery, and review of property appraiser website’s building square 
footage data. Table 6-2 shows the “Base Year” and “Approved Development” Z-data inputs initially used to 
model the traffic impacts of ‘approved’ developments in the Gandy Study Area. TAZs east of Dale Mabry 
Highway and north of Euclid Avenue are not included in Table 6-2 as none of the significant ‘approved’ 
developments are in this area, nor were any of these TAZs split. 


Because the TBRPM does not use typical ITE trip generation estimation, the model trip generation, as 
indicated by the TAZ centroid volumes was observed to be significantly lower than the ITE estimated trip 
generation. Although the reduced trip generation rates of the TBRPM consider that not all traffic travels on 
the functionally classified roadway network, the lack of local through streets (due to the limited number of 
CSX railroad crossings and the constraints of Tampa Bay) and planned access management restrictions 
along Gandy Boulevard suggest this allowance may not be appropriate for the Gandy Study Area. 


To ensure the trip distribution function of the TBRPM reflected the ITE estimated trip generation values, 
total dwelling units and employees within the approved development traffic analysis zones were increased 
in a proportional and stepwise fashion until the net increase in individual centroid volumes between the 
‘Approved Development’ scenario and the ‘Base Scenario’ were within 10% of their respective ITE 
estimates. The remaining differential between the TBRPM and ITE trip generation was subsequently 
applied proportional to the change in traffic volume on the major intersection approach links. 
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Figure 4-2: Modified TAZ Structure 


f 


np Me 
‘) A | 
ALS 
tI (e 


Gandy Area Transportation Study 


Initial land use data Inputs 


Table 4-2: 


Approved 


(New) om 


4 XI 
Bh ]LOJO};Ol4 TPO; 
MOOS] h LO OLOIN 
O}LO;4 me 
LOJLOIN 
| X 


S[slelste Sslstslelalelelatsls 
= ols o 5 
N 0/1 N 


rt 


“st — 3 


S[sleiSlalgielsleleigialstelslaidleldlalsisisisisisisisigigziaisisleidialslisgisis 
LA[LO|LO[LO [LO [LN | OG] OW |G] O]O]O/O]O/O/O/O]G]/O]G]|w]/ w/w |w]w]w od Fed Bd Kod Reed Ke 
tisisisis ysis [syst is [syste [syst [sists [sys is [sisi [syst 

[2ST A] 2S] [BlQlSlalS[SlSisje[T[SlSlefS[Slalylor] So [Slits 1Q/B/S]alN]o2] ots [21 

st Te) Lo |LO}o olo|+|+ t[St/St/SF[LO [LO [LO [LO | LO [LO [LIN LN | LN | HO] O|[O]O|O|O]/O]o 

SITISIPSISISISISISISISISISISISISISIRININININIRIRIRIRIRIRIRIRIRIRILISIRILIRISILIS 


Gandy Area Transportation Study 


Tindale-Oliver & Associates, Inc. 


Chapter 5: Approved Development Trip Distribution 


The ‘Approved Development’ land use data described above was applied to a TBRPM model network 
modified to reflect the committed roadway improvements described in Chapter 2 of this report. 

Additionally, several roads, presently not included in the functionally classified network were introduced into 
the TBRPM model to help estimate the potential impacts of Gandy Area infill and redevelopment on 


neighborhood streets. 


Tampa Bay Regional Planning Model Network Modifications 

Because of the CSX railroad corridor serving Port Tampa, only three roadways, none of which are part of 
the functionally classified network, connect Westshore Boulevard to Dale Mabry Highway between Gandy 
Boulevard and Interbay Boulevard. In response to concerns regarding cut-through traffic, each of these 2- 
lane local roads has been outfitted with traffic calming measures. As shown previously in Figure 2-3, 72- 
hour traffic counts conducted as part of this study indicate that Pearl Avenue, Oklahoma Avenue, and lowa 
Avenue cumulatively carry 7,700 daily trips under current traffic conditions. As such, these roadways were 
included as traffic calmed 2-lane roads in the Existing + Committed TBRPM model to simulate the potential 


impact of additional traffic on these neighborhood roadways. 


Bridge Street from Gandy Boulevard to Tyson Avenue, and Tyson Avenue from Bridge Street to Westshore 
Boulevard were also added as 2-lane collector roadways based on pending development agreements for 
the New Port Tampa Yacht Club and Hendry properties. Based on current FDOT design plans for Gandy 
Boulevard improvements, northbound left turns will be prohibited at the intersection of Bridge Street and 
Gandy Boulevard. Additionally, Manhattan Avenue from Gandy Boulevard to Euclid was included as a 4- 


lane divided roadway 


Trip Distribution Methodology 

To estimate the impact of approved development, this modified network was used to evaluate both the 
“Base Year” land use data and the “Approved Development” Z-data as developed pursuant to the 
methodology described in Chapter 4. The difference in traffic volumes between these two model runs was 


then applied to the current observed traffic volumes to derive estimated overall traffic volumes. 
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Approved Development Traffic Volumes (Study Area) 

Based on the Trip Generation methodology and Existing Count + TBRPM differential trip distribution 
described above, substantial traffic increases on Gandy Area roadways and intersections may be 
anticipated pursuant to the build-out of the approved development site plans. Figure 5-1 illustrates the 


following roadway traffic volume scenarios: 


" Base Year Traffic Counts - Assembled from FDOT and City of Tampa annual count reports 

«" Base — Validation Year 2000 Z-Data with TAZ structure modifications run on the E+C Network 
described previously 

" Approved Development — Approved Development Z-Data as modified to match ITE trip generation 
estimates run on the E+C Network 

" Approved Development less Base — Used to estimate the net impact of recently approved 
developments in the Gandy Study Area 

= Count + Approved Development Growth — Adds the difference between the Approved 
Development Model and the Base Condition Model to the Base Year Traffic Counts to estimate total 


traffic conditions likely to result from build-out of the approved developments 
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Approved Development Traffic Volumes (Other Interbay Roadways to Lois Avenue. As this travel demand begins to increase consistent with build-out of development in the 


Based on the trip distribution methodology described above, it is anticipated the build-out of approved Gandy Study Area, significant operational problems at this intersection can be expected. 

development in the Gandy Study Area will also increase the travel demand on several roadways north of 

Gandy Boulevard. Table 5-2 shows the change in travel demand on the E+C Network between the “Base” It should be noted that the significant differences between estimated and measured traffic volumes on 
land use scenario and the “Approved Development” land use data scenario. For reference, current City of Westshore Boulevard and Manhattan Avenue from Euclid/El Prado Avenues to Bay to Bay Boulevard are 
Tampa two-way daily traffic counts and estimated roadway service capacities are also shown. indicative of latent demand for the Manhattan Avenue widening project from Euclid Avenue to Gandy 


Boulevard. Given the operational constraints at the intersection of Lois Avenue and Henderson Boulevard, 


Table 5-2: Key Roadway Travel Demand it is not certain if measured traffic volumes on Westshore Boulevard will decrease in the interim between 


ity o completion of the Manhattan Avenue widening project and build-out of Gandy Area development as 
Base Z-| Approved | Change in Tampa Service ; 
Data Deu: Hamand Gounis Capacity suggested by the E+C Network TBRPM scenarios. 


Euclid/El Prado tol >x-town Expressway 24,140 27,559 


Bay to Bay 
West of Dale Mabry 44,907 52,594 7,687 37,429 39,700 
Including Dale Mabry 79,597 89,244 9,647 71,239 69,100 
Including X-Town 103,737 116,803 13,066 93,669 150,699 


BaytoBay to|DaleMabryHwy. | 40,441] 42,700 2,259 | 


CO] CO] Wo] 00} 


SwannlAzeele_ | X-town Expressway 25,028 28,88 3,860 25,701 67,200 
1 


West of Dale Mabry 46,25 52,52 6,269 52,371 57,242 
Including Dale Mabry 86,692 95,22 8,528 92,871 88,307 
Including X-Town 111,72 124,10 118,572 150,500 


jo) 


re 


One of the most significant observations relevant to increased demand for key roadways north of the 
Gandy Study Area is the substantial increase in demand along Lois Avenue north of Henderson Boulevard. 
To the extent that travel demand between the Gandy Study Area and the Westshore Business District 
cannot be fully served by the limited capacity along Westshore Boulevard, this traffic attempts to utilize 


Manhattan Avenue and Lois Avenue as the nearest parallel route. 
Because the TBRPM is not sensitive to intersection geometry/capacity, a substantial proportion of traffic 


along Manhattan Avenue/Henderson Boulevard is shown to continue north along Lois Avenue without 


regard to the real-world conditions—no northeast to northbound left turn lane(s) from Henderson Boulevard 
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Chapter 6: Approved Development Traffic Impacts 


Approved Development in the Gandy Study Area will have traffic impacts on the immediate Gandy Area 
roadway network and along key roadways throughout the Interbay Peninsula. Gandy Area roadway 
impacts are principally quantified based on the capacity of the major signalized intersections along Gandy 
Boulevard at Westshore Boulevard, Manhattan Avenue, and Dale Mabry Highway. Operating conditions at 
these intersections will govern both the through-put of Gandy Boulevard and will determine the ability for 
traffic to enter and exit the Gandy Study Area using the principal north-south roadways along the western 
half of the Interbay Peninsula. Operational failures at these intersections may precipitate neighborhood 
traffic intrusion and gridlock as extended queues block side streets and driveways and frustrated drivers 


seek alternative routes. 


Gandy Area Major Roadway Network Traffic Impacts 

Consistent with the traffic generation and distribution data and analysis presented in Chapters 4 and 5, 
daily entering volumes at the major signalized intersections along Gandy Boulevard are expected to 
increase substantially. As discussed below, the roadway improvements included in the E+C network 
scenario described in Chapter 2, are not sufficient to accommodate the projected traffic growth. Table 6-1 
shows a comparison of daily entering volumes at three critical intersections along Gandy Boulevard before 
and after Gandy Area approved development trips are applied to the roadway network. Currently, each 
intersection exhibits some degree of deficiency during the peak 15 minute period. Increased traffic in the 
Gandy corridor, whether due to regional travel demand or development in the Gandy Study Area will further 


degrade traffic operations at these key intersections. 


Table 6-1: Approved Development Projected Intersection Entering Volumes 


Existing Volumes, Existing 
Capacity 


Daily Entering Volume 
Intersection |HCM Volume 
Capacity to Capacity 


Approved 

Development 
Current Build-Out Volume | Percent 
Traffic Traffic Change Utilization Ratio 
Westshore Boulevard 29% 


Totals: 177,500 208,000 30,500 
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Redevelopment in the Gandy Study Area not only increases the amount of traffic expected on the area’s 
roadway network, but may also impact traffic patterns with respect to time of day and travel direction. The 
industrial and commercial/warehouse uses which have been displaced by principally residential 
redevelopment tend to generate their peak traffic with shift changes at times outside of the traditional a.m. 
and p.m. peak hours; whereas the residential developments, once built-out, will likely conform to strong 
traditional a.m. and p.m. peak hour characteristics as residents commute to and from work. Likewise, while 
the original industrial land uses had a tendency to draw employees into the Gandy Study Area in the 
morning and out in the afternoon, the new residential uses will likely result in heavier outbound travel 


demand in the a.m. peak period with a strong inbound travel demand in the p.m. peak period. 


Expected future travel patterns are not reflected in the current turning movement count data and the 
TBRPM is not sensitive to time-of-day or p.pm. peak hour directional splits, so future turning movment 
volumes were estimated by comparing the projected roadway directional traffic volumes with the current 
turning movement volumes and applying an iterative processes described in NCHRP Report 255, Highway 
Traffic Data for Urbanized Area Project Planning and Design (TRB, 1982). The estimated peak hour 


intersection turning movement volumes with the approved development are illustrated in Figure 6-1. 


Figure 6-1: Projected Total Peak Hour Turning Movement Volumes with Approved Development 


Westshore Boulevard Manhattan Avenue 


Dale Mabry Highway 


826 279 [(U, 


1296 268 
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The ability of the E+C roadway network to serve these volumes was evaluated using Synchro. Table 6-2 
compares the Intersection Capacity Utilization (ICU) score and the Highway Capacity Manual volume to 
capacity ratio (HCM V/C) for three different scenarios: 


» Existing Condition 
o 2005 p.m. peak hour volumes 
o Existing Intersection/Roadway Geometry 
o Adopted Signal Timing Plans 

» Existing Volume, E+C Network 
o 2005 p.m. Peak Hour Volumes 
o Existing + Committed Intersection/Roadway Geometry 
o Optimized Signal Timings 

» Approved Development, E+C Network 
o Peak hour volumes based on approved development roadway network volumes 
o Existing + Committed Intersection/Roadway Geometry 
o Synchro Optimized Signal Timings 


Table 6-2: Intersection MOE Comparison 


[existing Condon 
Existing Condition E+C Network 
Westshore Boulevard 


Table 6-2 indicates that although committed roadway capacity projects will otherwise improve traffic 


xisting Volume on 
E+C Network 


operations along Gandy Boulevard during the p.m. peak hour, the increased traffic volumes anticipated 


with build-out of the approved Gandy Area developments will overload the scheduled improvements by 18 


to 54 percent. This is especially true at the intersection of Gandy Boulevard and Westshore Boulevard 
where peak period hour travel demand could be in excess of 150% of the intersection’s capacity. 


Base year traffic counts used in this analysis are included as Appendix 2. Synchro worksheets for the 
Existing Condition, Existing Volume on E+C Network, and Approved Development on E+C Network are 
included as Appendices 3, 4, and 5 respectively. 
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Gandy Area Neighborhood Traffic Impacts 

Because of the extreme congestion anticipated at the intersection of Gandy Boulevard at Westshore 
Boulevard, it is reasonable that Central Tampa and CBD-bound traffic, and even some Westshore 
Business District traffic, generated along Westshore Boulevard south of Gandy Boulevard may cut-through 
the neighborhood to avoid Gandy Boulevard. As noted in Chapter 2, to the extent that neighborhood cut- 
through traffic travels all the way from Westshore Boulevard to Dale Mabry Highway, this traffic will be 
concentrated along the three streets which cross the CSX Port Tampa railroad line at Pearl Avenue, 
Oklahoma Avenue, and lowa Avenue. 


Although the peak period demand at the intersection of Manhattan Avenue and Gandy Boulevard is also 
predicted to significantly overwhelm the available capacity, motorists may nonetheless perceive an 
incentive to detour through the neighborhood since avoidance of the Westshore Boulevard intersection and 
the attractiveness of a 4-laned Manhattan Avenue, will still reduce their overall delay. Depending on the 
perception of impedance incurred by traveling through the neighborhood between Westshore Boulevard 
and Manhattan Avenue, it is possible that the congestion at these two intersections will seek equilibrium at 
the expense of neighborhood quality of life. 


Figure 6-2: Fair Oaks Avenue Between Westshore Boulevard and Manhattan Avenue 
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North of Gandy Boulevard, it is anticipated that redevelopment of the Georgetown site and the subsequent 
signalization of the intersection of Westshore Boulevard and Fair Oaks Avenue will combine with overall 
travel demand in the area to increase traffic volumes along Fair Oaks Avenue. Fair Oaks Avenue is 


situated within a 60 ft right-of-way and passes through a single family residential neighborhood. 


The intersection of Fair Oaks Avenue and Manhattan Avenue is presently 2-way stop controlled; however, 
if traffic from the Georgetown site and other Gandy Area development chooses to traverse Fair Oaks 
Avenue in order to balance the north-south travel demand between Westshore Boulevard and Manhattan 


Avenue, a signal may become warranted at the intersection of Fair Oaks Avenue and Manhattan Avenue. 


Other Interbay Roadway Traffic Impacts 
As noted in Chapter 5, in addition to significantly increased travel demand along roadways within the 


Gandy Study Area, the TBRPM indicates measurable additional travel demand along north-south roadways 
west of Dale Mabry Highway, inclusive. This is most significant along Manhattan Avenue as both latent 
demand and new traffic from Gandy Area development seek to utilize the expanded capacity of this 


roadway as an alternative to the constrained Westshore Boulevard. 


The model predicts that traffic along Manhattan Avenue will increase from approximately 12,000 AADT 
today to nearly 30,000 AADT upon completion of the committed roadway improvements and build-out of 
approved Gandy Area developments. This increased traffic is due in part to shifts in Interbay/regional 
traffic precipitated by new capacity along Manhattan Avenue and in part to Gandy Area Development travel 
demand. The projected daily volume along Manhattan Avenue, south of Henderson Boulevard, will result 
in LOS “D” conditions and so the effective gains in overall network capacity will largely be consumed in the 


E+C+Approved Development scenario evaluated here. 


The TBRPM further indicates that volumes along Lois Avenue, from Henderson Boulevard to Kennedy 
Boulevard will increase from approximately 6,000 AADT as measured today, to nearly 15,000 AADT. This 
growth in travel demand is indicative of a component of the increased Manahattan Avenue traffic seeking 
to travel along Lois Avenue to reach the Westshore Business District. Because Westshore Boulevard is 
constrained and congested, Lois Avenue is relied upon by the TBPRM as the next available parallel route. 


This travel demand forecast leads to the identification of two road network improvement issues: 
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Intersection of Lois Avenue and Henderson Boulevard: The intersection of Lois Avenue and 
Henderson Boulevard does not have the appropriate geometry to facilitate the forecast travel demand. 
There is currently no northbound left turn lane from Henderson Boulevard onto Lois Avenue. Further, the 
intersection is currently one of several 6-leg intersections along Henderson Boulevard and so must 
accommodate additional traffic signal phases which limit the capacity available to any single approach. 
Back-out parking along Henderson Boulevard, which appears to overlap the City right-of-way, would 
necessarily be eliminated to accommodate a northbound left turn lane. There is not available right of way 


along Lois Avenue (southbound intersection approach) to accommodate additional auxiliary lanes. 


Lois Avenue Geometry and Land Use Compatibility: Lois Avenue, though classified as a collector 
street, is currently built as a 2-lane undivided roadway with adjacent single family land uses directly 
accessing the roadway along the east side of Lois Avenue. Dale Mabry Elementary School is also located 
at the intersection of Lois Avenue and Estrella Street immediately north of the Henderson Boulevard 
intersection and care should be exercised to emphasize student safety. Lois Avenue is situated within a 60 
ft right-of-way which would be sufficient to accommodate a 2-lane divided roadway section, with median 


refuge for crossing pedestrians. 
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Chapter 7: Proposed Transportation Improvements 


Traffic Circulation Strategy 


Chapter 6 indicates that expected traffic is projected to exceed the capacity of the intersection of Gandy 
Boulevard and Westshore Boulevard during the peak travel period(s) (1.54 projected V/C ratio). Although 
traffic at the intersection of Manhattan Avenue and Gandy Boulevard is also anticipated to significantly 
exceed the intersection’s capacity (1.28 projected V/C Ratio), the relative availability of capacity along 
Manhattan Avenue north of Gandy Boulevard compared to the congested conditions along Westshore 
Boulevard north of Gandy Boulevard will provide an incentive for Gandy Area traffic originating along 
Westshore Boulevard to “cut-through” the single family neighborhoods separating Westshore Boulevard 


and Manhattan Avenue (Figure 7-1). 


Figure 7-1: Westshore District Travel Demand “Cut-Through” Traffic 


= 
ro) 
=| 
> 
ro) 
or 
ar 
ro) 
= 
> 
< 
fa) 


Gandy Blvd 


Less Extreme Conditions, 
Baa One Traffic Signal Instead 
eae of 2 Signals 


Tindale-Oliver & Associates, Inc. 


In addition to Westshore District travel demand seeking to utilize Manhattan Avenue rather than Westshore 
Boulevard, traffic seeking to travel into Central Tampa via Dale Mabry Highway or to the Central Business 
District via the Crosstown Expressway may be inclined to either “cut-through” from Westshore Boulevard to 
Dale Mabry Highway, or at a minimum, use local streets to reach Manhattan Avenue or Lois Avenue 
whereupon a right turn onto Gandy Boulevard will provide a (relatively) clear path onto the Crosstown 
Expressway or to Dale Mabry Highway. To return to Gandy Area approved development (presumably in 
the pm peak hour) this same traffic will need to turn left from Gandy Boulevard onto one of several north- 
south streets. To the extent that this return traffic re-enters the Gandy Study Area prior to reaching 
Westshore Boulevard, this return trip will also incur cut-through traffic impacts as the traffic travels from 
either Dale Mabry Highway, Lois Avenue, or Manhattan Avenue to reach the approved Gandy Area 


Developments situated along Westshore Boulevard. 


Figure 7-2: Central Tampa and CBD Travel Demand “Cut-Through Traffic 
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Two principal sets of improvements are proposed: Westshore Boulevard Roadway and Intersection Capacity Improvements 
The majority of approved Gandy Area developments are situated along the waterfront and directly access 


1) Roadway and intersection capacity improvements along Westshore Boulevard and at the Westshore Boulevard. Although several of these developments will achieve some internal circulation and 
Intersection of Westshore Boulevard and Gandy Boulevard. These improvements will directly external access via improvements to Bridge Street from Tyson Avenue to Gandy Boulevard, FDOT has not 
address the travel demand generated by approved developments along Westshore Boulevard in permitted a traffic signal at this location and therefore, the intersection of Bridge Street and Gandy 
the Gandy Study Area, particularly traffic seeking to make northbound to westbound left turns in Boulevard cannot serve as a conduit for northbound to westbound left turns necessary to satisfy a.m. peak 
order to access the Gandy Bridge. period travel demand to Pinellas County. This leaves the intersection of Westshore Boulevard and Gandy 

2) Development of an alternate east-west roadway corridor to distribute traffic from approved Boulevard as the sole point from which most Gandy Area development may access the westbound Gandy 
developments along Westshore Boulevard to Manhattan Avenue, Lois Avenue, the Crosstown Bridge. No additional left turn or through lanes at the intersection of Westshore Boulevard and Gandy 
Expressway, and, to a lesser extent Dale Mabry Highway. Boulevard are currently contemplated in the scheduled FDOT Gandy Boulevard reconstruction project, 

however the TBRPM indicates that 20% of Gandy Area approved development traffic may utilize the 
Figure 7-3: Summary of Gandy Area Proposed Roadway Improvements Gandy Bridge. 


: Euclid Ave Jia 
Consider 2-Lane mame Dual Left Turns at The following capacity improvements to Westshore Boulevard and the intersection of Westshore Boulevard 


Divided Roadway from 
Fair Oaks Avenue to 
Euclid/Del Prado 


Westshore Blvd and Gandy Boulevard are illustrated in Appendix 7, Figures 4 and 6: 
and Manhattan Ave; 
All Approaches 


Tyson Avenue to Gandy Boulevard: Reconstruction of the existing 2-lane divided section to a 4-lane 
divided section along this segment will correspond with additional through lanes and turn lanes at the 
Gandy Boulevard intersection. Construction of a raised median separating the northbound left turn lanes 


DAJG aJ0US]Sa 


4-Lane Divided 
Roadway from Fair 


Oaks Avenue to ; a 
Tyson Ave ome 4-Lane Divided Section Along acquisition or dedication and utility relocation will be necessary along Westshore Boulevard to 
, = + 


from the southbound through lane will also have the effect of deterring “cut-through” traffic on McCoy Street 
parallel to Gandy Boulevard. A summary review suggests no buildings will be impacted, but right-of-way 


= Manhattan Avenue; Preserve accommodate proper sidewalks and bicycle lanes. 
ROW along Lois Avenue. 


Intersection of Gandy Boulevard: Currently the FDOT Gandy Boulevard plans include single left-turn 


a 


g d 
we New Road in Tyson Corridor lanes at all approaches, however, the plan sheets show sufficient cross-section is available to construct 
== * io 


HEURES Se Shoei thes ls) dual left turns at the east and west approaches provided necessary receiving lanes are constructed along 


= 
tS = New Traffic Signals and development from Manhattan Avenue and the CBD in the p.m. peak period. Construction of dual 


i Turn Lanes northbound left turn lanes will allow better access to the Gandy Bridge in the a.m. peak period. While a 
need for dual southbound left turns is not expressly indicated by Gandy Area development forecast travel 


—jA + } =| Westshore Boulevard. Westbound dual left turn lanes will facilitate traffic returning to Gandy Area 


demand, the geometric parameters necessary to properly align the north-south through lanes would 
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facilitate construction of dual southbound left turn lanes. Alternately, a raised pedestrian refuge could be 


installed in place of one of the proposed turn lanes. 


Gandy Boulevard to Fair Oaks Avenue: The primary need for a 4-lane roadway section north of Gandy 
Boulevard is to receive traffic from the dual eastbound left turn lanes proposed for Gandy Boulevard and/or 
dual northbound through lanes from Westshore Boulevard South of Gandy Boulevard. Because 
continuation of a 4-lane section to Euclid Avenue or El Prado Boulevard is not contemplated within the 
scope of this study, the proposed 4-lane section will not affect the overall throughput of this section of 


Westshore Boulevard. 


Because a traffic signal is planned at Fair Oaks Avenue as part of the Georgetown development’s traffic 
mitigation plan, this a logical transition from the proposed 4-lane divided section to either the existing 2- 
lane undivided section or 2-lane divided section contemplated by the City of Tampa pursuant to traffic 
mitigation of the Georgetown development. However, termination of the outside northbound lane at Fair 
Oaks Avenue may facilitate additional use of this roadway as a “cut-through” route. If Fair Oaks Avenue is 
not considered for enhancements consistent with the City’s neighborhood collector roadway classification, 
a taper south of Fair Oaks Avenue may be a more appropriate treatment for the transition from a 4-lane to 
2-lane section. Alternately, rather than dropping the outside northbound lane at Fair Oaks, the inside 


northbound lane should terminate as a left turn lane into the Georgetown development. 


Significant right-of-way acquisition may be necessary along the west side of Westshore Boulevard on its 
southbound approach to the Gandy Boulevard intersection in order to maintain proper alignment with the 


southbound receiving lanes. 


Tyson Avenue Corridor 

A second critical aspect of the proposed Gandy Area traffic circulation improvements is to connect Tyson 
Avenue from Westshore Boulevard to Manhattan Avenue. As illustrated in detail in Figure 2-9, the Tyson 
Avenue corridor principally consists of 45 ft of City owned right-of-way and 30 ft of CSX Railroad right-of- 
way. The existing rail line, located on the south side of the City right-of-way, is active and serves several 
clients on the Rattlesnake Point property. Single family homes “back-up” to the Tyson Avenue right-of-way 


on the north side with no driveway connections. 
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To construct a 4-lane connector road and/or accommodate the planned friendship trail extension, it would 
first be necessary to acquire the full railroad right-of-way. Travel demand forecasts indicate that a 4-lane 
roadway is not necessary to accommodate the demand of the approved Gandy Area development, but 
would be necessary if additional infill and redevelopment occurs. Construction of a 2-lane roadway with 


minimal sidewalk facilities could be accomplished within the existing City right-of-way. 


Presently, the City right-of-way accommodates a large culvert, which would need to be enclosed beneath 
or immediately adjacent to the proposed roadway cross-sections. Proper alignment of the proposed 
connector roadway with the existing section of Tyson Avenue between Westshore Boulevard and Bridge 
Street will require some right-of-way acquisition. The intersections of Tyson Avenue with Westshore 
Boulevard and Manhattan Avenue will also require signalization to safely accommodate the estimated 
traffic. The proposed Tyson Avenue connection alignment is illustrated in Appendix 7, Figures 2, 3, and 8 - 
11. Illustrations of the proposed Tyson Avenue typical roadway cross-sections and discussion of the 


proposed roadway’s interaction with the planned Friendship Trail extension is included in Appendix 8. 


Although Tyson Avenue will not substantially relieve Gandy Boulevard of regional traffic, it will serve to 
distribute north-south traffic generated by Gandy Area developments along Westshore Boulevard across 
three signalized intersections at Gandy Boulevard rather than concentrating all traffic at the intersection of 
Gandy Boulevard and Westshore Boulevard. This will allow north-south travel demand to take advantage 
of scheduled capacity improvements at the intersection of Manhattan Avenue and Gandy Boulevard as well 
as the scheduled 4-laning of Manhattan Avenue from Gandy Boulevard to Euclid Avenue. Additionally, 
traffic seeking to access the Crosstown Expressway may avoid both the critical Westshore Boulevard 
intersection and the Manhattan Avenue intersection by using Tyson Avenue to reach Lois Avenue. Traffic 
returning from the CBD in the p.m. peak period may re-enter the Gandy Study Area at either Lois Avenue, 


Manhattan Avenue, or Westshore Boulevard lessening the demand on any single intersection. 


Because Tyson Avenue abuts the rear yards of single family residences to the north and is not 
contemplated in the site plan of the Manhattan-Phillips development to the south, there will be no driveway 
access to Tyson Avenue between Westshore Boulevard and Manhattan Avenue. As such, a 4-lane 
undivided section could be used without concern for safety and capacity issues associated with left-turning 


vehicles. As discussed in Appendix 8, a mid-block pedestrian refuge and crossing is contemplated at the 
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mid-point of the connector (Trask Street) to allow access from the neighborhood to the side-path trail which 


is contemplated to run along the south side of the proposed Tyson Avenue connector. 


Other Gandy Area Roadway Improvements 
Additional roadway improvements are recommended for consideration in conjunction with the Westshore 


Boulevard and Tyson Avenue projects. These include: 


Intersection of Manhattan Avenue at Gandy Boulevard: The current FDOT design package does not 
include dual westbound to southbound left turn lanes, although a “place-holder’” lane is indicated on the 
plans. Marking this lane to accommodate dual westbound to southbound left turns will facilitate traffic 
returning from the CBD to the Gandy Study Area in the p.m. peak period. This configuration is illustrated in 
Appendix 7, Figure 7. 


Manhattan Avenue: Tyson Avenue to Gandy Boulevard: Construction of an additional southbound lane 
and center turn lane along Manhattan Avenue from Gandy Boulevard to Tyson Avenue will facilitate traffic 
returning to the Gandy Study Area from Manhattan Avenue and the CBD in the p.m. peak period. The 
outside southbound lane should terminate at the Tyson Avenue Connector as a right turn lane as shown in 


Appendix 7, Figure 5. 


Fair Oaks Avenue; Westshore Boulevard to Manhattan Avenue: The build-out of the Georgetown 
Development and associated signalization of the Georgetown driveway at the intersection of Fair Oaks 
Avenue and Westshore Boulevard, in conjunction with existing and anticipated congestion along 
Westshore Boulevard may result in the use of Fair Oaks Avenue as a “cut-through” route to access 
capacity resulting from the 4-laning of Manhattan Avenue. Although speed tables may be introduced as a 
deterrent, and alternate option would be to reconstruct Fair Oaks Avenue as a neighborhood collector 
roadway similar to Morrison Avenue. By using the available 60 ft right-of-way to provide traffic calming and 
pedestrian features as shown in Figure 7-4 and 7-5, cut-through traffic may be accommodated more 
efficiently while maintaining relatively low speeds and providing safe pedestrian infrastructure. The 
intersection of Fair Oaks Avenue and Manhattan Avenue should be routinely monitored for traffic signal 


warrants. 
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Figure 7-4: Example Roadway Cross-section for Fair Oaks Avenue 
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Figure 7-5: Example Traffic Calming Treatment; Fair Oaks Avenue at Trask Street 
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Proposed Gandy Area Roadway Improvement Prioritization 
Although the Westshore Boulevard widening and Tyson Avenue corridor construction are both critical to 
the proposed traffic circulation plan, several factors suggest the most expedient measure to address Gandy 


Area traffic issue are the Westshore Boulevard improvements identified above. These factors include: 


"  Deteriorating traffic conditions at the intersection of Westshore Boulevard and Gandy Boulevard 

« Potential to incorporate, or otherwise accommodate intersection approach improvements in the 
pending FDOT Gandy Boulevard 3-R project 

* Potential of obtaining right-of-way contributions and/or construction cost as part of ongoing 


development agreement negotiations for developments along Westshore Boulevard 


It is important to reiterate that alignment of the southbound lane(s) of Westshore Boulevard through the 
Gandy Boulevard intersection will most likely require modifications to the north leg of this intersection 
concurrent with modifications to the south leg and/or widening from Gandy Boulevard to Tyson Avenue. 
Although it may be possible to taper the north and south intersection approach cross sections prior to Fair 
Oaks Avenue and Tyson Avenue respectively, letting the entire project simultaneously is likely to reduce 


the cumulative project cost. 


Based on discussion of interim draft deliverables associated with this study, the City has indicated a desire 
to further explore construction of a 2-lane collector roadway within the existing Tyson Avenue right-of-way 
corridor. As described above, this roadway will provide relief to Gandy Boulevard by more evenly 
distributing north-south traffic and allowing CBD/Crosstown Expressway traffic to avoid the Westshore 
Boulevard intersection entirely. In addition to supporting this Strategic Intermodal System facility, 
connecting Tyson Avenue from Westshore Boulevard to Manhattan Avenue will reduce cut-through traffic 


in the neighborhoods between these roadways. 


Concurrent with construction of a 2-lane roadway in the Tyson Avenue corridor, it will be necessary to 
construct signalized intersections with auxiliary lanes at Westshore Boulevard and Manhattan Avenue. 
Although the overall set of recommendations described in this report calls for widening of Manhattan 
Avenue from Tyson Avenue to Gandy Boulevard, this segment improvement may be completed 
subsequent to initial intersection improvements as build-out of approved and proposed development in the 


Gandy Area dictates. 
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Proposed Gandy Area Roadway Improvement Traffic Impacts 

As with the evaluation of approved Gandy Area development on the E+C roadway network, the TBRPM 
was used in conjunction with an iterative process to develop a set of p.m. peak hour turning movement 
counts at the intersections of Gandy Boulevard with Westshore Boulevard, Manhattan Avenue, and Dale 
Mabry Highway. Table 7-1 shows MOE calculated using Synchro (Appendix 6) for approved Gandy Area 
development traffic on a roadway network which includes the E+C improvements evaluated in Chapter 6 


with the addition of the proposed improvements described above for a p.m. peak hour analysis. 


Table 7-1: Intersection MOE Comparison 


Approved Development 
Approved Development on E+C+Proposed 
Existing Condition on E+C Network Network 


Westshore Boulevard 


Although the proposed improvements do not restore the three critical intersections to the Existing 
Condition, the combination of committed and proposed improvements represents a significant improvement 
at the Westshore Boulevard and Manhattan Avenue intersections compared to the committed 


improvements alone. 


Proposed Gandy Area Roadway Improvement Costs 
Cost ranges for the proposed improvements were prepared using both estimated pay item quantities and 


FDOT District 7 roadway construction cost tables (Revised April 2006). Based on these two approaches, 
construction cost estimates for the recommended projects shown in Table 7-2 ranges from $20 million to 
$32 million. It is important to note that these estimates do not include right-of-way acquisition for roadway 
alignment or potential off-site storm water management and retention. As illustrated in Appendix 7, several 
of the proposed improvements, require property outside of the existing roadway right-of-way to 


accommodate bicycle lanes, sidewalks, and street lighting/utilities. 
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Table 7-2: Proposed Gandy Area Improvements/FDOT Cost Categories 


Roadway Project FDOT Cost Category 
Tyson Avenue (2-Lane) Westshore Boulevard to {Urban Arterial New Construction (2-Lane 
y Manhattan Avenue Roadway) 
Westshore Boulevard MySOn ey enero rele Add Lanes (2 to 4 Lanes) 
Oaks Avenue 


From/To 


Manhattan Avenue iyson vente (o-Gandy Add Lanes (2 to 4 Lanes) 
Boulevard 

Tyson Avenue @ Westshore Boulevard a AneeNAaee Ain 

Intersections and Manhattan Avenue 


Of particular concern, improvements to the intersection of Westshore Boulevard and Gandy Boulevard 


associated with 4-laning Westshore Boulevard will require widening of the (approximately 20ft x 12ft) box 
culvert beneath Westshore Boulevard immediately north of Gandy Boulevard. Likewise, construction of a 
roadway within the Tyson Avenue corridor will require the open drainage ditch running along the corridor to 
be enclosed. Assuming the 5ft-diameter cross-drain beneath Manhattan Avenue is sufficient, construction 
of a box culvert for the % mile length of the Tyson Avenue corridor is not expected to cost more than $1 
million. However, conversion to a fully enclosed system may require use of a larger capacity cross-section 
and/or acquisition of additional property (South of Tyson Avenue between Manhattan Avenue and the CSX 
Port Tampa railroad tracks) to properly store and treat water which previously could be accommodated 


within the open ditch. 


These storm water considerations, potential right-of-way and utility issues, and additional costs incurred if 
the recommended improvements’ impacts on Gandy Boulevard cannot be accommodated within the 
District’s programmed 3-R project, could add considerably to the cost estimate extending the cost range up 
to $40 million. This does not include potential reconstruction of Fair Oaks Avenue as a neighborhood 
collector (similar to Morrison Avenue) or additional improvements to other roads in and adjacent to the 
study area nor does it consider continued construction cost inflation rates which have been formidable in 


recent years. 
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Proposed Gandy Area Roadway Improvement Funding Options 

A review of the City’s FY 2006 Funded Capital Improvement Projects indicates several funds which have 
been used for transportation infrastructure including the Community Investment Tax and Bond Fund, Local 
Option Gas Tax and Bond Fund, and Transportation Impact Fee Fund. These funds total $27.9 million for 
FY 2006 accounting for approximately 1/3 of the City’s overall capital improvement funded projects. Of this 
27.9 million, $16.8 million has been allocated to fund roadway capacity projects while the remainder is 
applied to items such as resurfacing, traffic calming, sidewalk construction, and other transportation 
infrastructure needs. Based on the current extent of the City’s transportation infrastructure budget, it is 
clear that the magnitude of the proposed Gandy Area improvements is significant compared to the City’s 


overall ability to fund Transportation Improvements. 


Members of the Gandy Area Study Advisory Committee pointed out that the assessed value of the 
approved developments in the Gandy Area are projected to be significantly higher than the average 
property values in the city and that this difference should provide a “wind-fall” which might be used to fund 
the proposed transportation projects. This conventional wisdom must be considered in the context of the 
“Save our Homes” act which limits the annual inflation of the assessed value of homestead exempt single 
family homes regardless of the actual inflation rate. One impact of this policy is that new construction and 
new ownership of existing homes must play a role in subsidizing low assessed values attributed to homes 
which have remained in single ownership for a number of years. Historically, the City has not been able to 
fund capital projects with ad valorem tax revenue in as much as the Police budget alone will consume 


$125.8 million of the $139 million the City is projected to receive in ad valorem revenue in FY 2006. 


Therefore, this study primarily considered three possible funding strategies with respect to implementation 


of the Gandy Area proposed transportation improvements: 


1) Updated Transportation Impact Fee 
2) Community Development District 


3) Negotiated Developer Contribution 


Transportation Impact Fee: Many jurisdictions periodically update transportation impact fees to reflect 


increases in vehicle miles of travel which have occurred over time as well as changes in the cost to 
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construct roadway capacity. This latter factor has become increasingly relevant in recent years as roadway 
construction costs have effectively tripled in the last 5— 10 years. Although the City of Tampa indexes their 
impact fee based on background inflation, the fee structure has not been updated since it was first 
implemented over 25 years ago. As such, the City’s impact fees rates are significantly lower than that of 


neighboring jurisdictions. 


By applying the current impact fee schedule to the estimated build-out quantities and land uses considered 
in the Gandy Area approved developments, a total assessment of approximately $5 million may be 
expected. Conversely by applying impact fee rates consistent with current trip characteristics and 
construction cost data, a total fee of approximately $15 million could be anticipated. Because impact fees 
are payable at the issuance of Certificate of Occupancy, the city may be able to recoup a significant 
component of transportation mitigation costs of those Gandy Area developments which have not yet 
completed construction if the City chooses to update its impact fee structure to better reflect current 


economic conditions. 


Community Development District: A developer or a community may choose to levy a voluntary ad 
valorem tax assessment to fund infrastructure which specifically benefits the community being assessed 
and is a way for a developer or a community to amortize the cost of negotiated mitigation performed at the 
outset of the development rather than increase the unit cost to recoup the mitigation costs up front. 
Assuming a rather conservative $300,000 average assessed value for units in the approved Gandy Area 
developments, a 1 mil Community Development District assessment could generate approximately $1.6 


million per year which, over 30 years, would yield between $20 and $25 million present value. 


Negotiated Developer Contribution: Although the Gandy Study Area falls within the City’s 
Transportation Concurrency Exception Area, developers in Tampa are nonetheless required to mitigate for 
transportation impacts, especially to the extent that these impacts create extreme and potentially unsafe 
traffic conditions such as neighborhood “cut-through’” traffic and extended queues at intersections which 
may block side streets and driveways. Although many developments in the Gandy Study Area have 
secured development agreements vesting their right to build based on a prescribed set of mitigation, those 
developments still in negotiation could be evaluated on the basis of their proportionate fare share with 


respect to the Gandy Area proposed transportation improvements described here. 
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Chapter 8: Additional Development Considerations 


Approximately 300 acres of land are included in the list of approved developments considered as the basis 
for estimating future conditions in this study, however the Gandy Study Area includes a broad mixture of 
vacant parcels and occupied parcels with marginal assessed values—some of which may be subject to 
redevelopment. This chapter provides a summary of redevelopment potential in the Gandy Study Area and 


discusses potential traffic impacts and options, including mass transit options. 


Gandy Area Infill and Redevelopment Potential 

The term “infill” is generally associated with development on a previously vacant site, while 
“redevelopment” refers to the demolition and replacement of an existing structure, or, in some 
circumstances, the rehabilitation and/or intensification of an existing structure. While low-density 
development may be cost-feasible in suburban “green field” development, the cost of vacant property in an 
urban area generally requires that developers more intensely utilize available land. This is an even greater 
issue in the context of redevelopment where an existing use must be “bought-out” and then demolished or 
extensively remodeled. Likewise in the case of “brown field” development—redevelopment on a site with 
actual or possible environmental issues—additional development costs may require higher development 


intensities to create a fiscally attractive project. 


To a large extent, these issues are apparent in the scale and intensity of many of the approved 
redevelopment projects in the Gandy Area when compared to existing residential development along 
Westshore Boulevard. Likewise, it may be anticipated that any additional infill and redevelopment in the 
area will more closely compare with recent, approved developments than with the prior land use patterns in 
the area. As described in Chapter 4, the overall composition of all approved developments in considered 
in this study results in an average density of 17 dwelling units per acre and approximately 300,000 square 


feet of non-residential land use. 


As shown in Table 8-1, the Gandy Study Area includes approximately 330 acres of vacant land of which 
approximately 1/3 is comprised of vacant single family lots with vested development rights of approximately 
650 dwelling units. The remainder of the vacant acreage is divided between undeveloped planned 
developments and light industrial/commercial zoning districts. There is also a large tract at the intersection 


of Westshore Boulevard at Interbay Boulevard with an undefined zoning designation. 
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Table 8-1 Vacant Acreage, Potential Dwelling Units 


Zoning Designations Vacant stimated Potential 
Acres Density Units 


Single Family Residential P07] CA 


Vacant Planned Development 
Industrial/Commercial 1,830 
Undefined 


Totals 330 3,987 


Assuming a relatively conservative build-out density of 15 units per acre for the non-residential zoned 
property, a potential for approximately 4,000 dwelling units is evident. This is equivalent of an additional 


30,000 daily trips generated south of Gandy Boulevard. 


In addition to a considerable quantity of vacant acreage in the Gandy Study Area, a summary analysis of 
the purchase price of several approved development tracts, as recorded in the Hillsborough County 
Property Appraiser Database, indicates that developed land assessed below approximately $300,000/Acre 
may be subject to redevelopment pressure. While numerous factors contribute to the viability of a site for 
redevelopment, Table 8-2, below shows a summary of Gandy Area Land Uses which may become 


attractive for redevelopment as large tracts of vacant land becomes scarce. 


Table 8-2 Redevelopable Acreage, Potential Dwelling Units 


Current Uses stimated | Potentia 
Density Units 
Rattlesnake Point (1) 2,880 


Warehouses and Distribution Centers 
Mobile Homes 


NOE NIN 
bey] B]o 
Oy;Oo}o 


Totals 296 5,340 


(1) Waterfront property, therefore higher density build-out assumption consistent with 
proposed land use ammendment for components of the peninsula 


(2) Possible brown field and adjacent use compatability issues 
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As Tables 8-1 and 8-2 indicate, a continued trend towards infill and redevelopment in the Gandy Study 
Area could double or triple approved development trip generation, however, with the exception of the 
vacant single family lots and vacant PD zonings, most infill and redevelopment would require action on the 


part of City Council to move forward. 


Additional Development Traffic Issues 

As described in Chapter 7, construction of the proposed Gandy Area traffic circulation improvements will 
allow traffic to move efficiently within the Study Area south of Gandy Boulevard, and, to some extent, will 
distribute Gandy Area traffic across three signalized intersections along Gandy Boulevard rather than 
concentrating all traffic at the intersection of Westshore Boulevard and Gandy Boulevard. Nonetheless, 
traffic conditions along Gandy Boulevard will not be entirely cured by these improvements, nor will 


congestion along Westshore Boulevard north of the Gandy Study Area. 


Gandy Study Area Traffic Circulation: The proposed 4-lane divided section of Westshore Boulevard and 
hybrid (1-lane northbound, 2-lane southbound) divided section of Manhattan Avenue from Gandy 
Boulevard to the proposed Tyson Street distributor roadway will each have a reserve capacity of 
approximately 7,500 - 10,000 ADT at LOS D. Because these improvements are principally conceived in 
terms of their interface with Gandy Boulevard, they create more capacity than is immediately necessary 


from Gandy Boulevard to Tyson Street. 


If constructed as a 4-lane undivided section, the proposed Tyson Street east-west distributor roadway will 
also have roughly 10,000 ADT of surplus capacity. If constructed as the “Phase |” 2-lane undivided 


section, no surplus capacity would be available for additional development traffic. 


It should also be noted that the combined effect of the E+C and proposed roadway improvements 
increases the attractiveness of Manhattan Avenue as a route to access MacDill AFB. Although the TBRPM 
does not predict an over-capacity situation south of Tyson Street in the “Approved” development scenario, 
additional development potential along Interbay Boulevard may create congestion and possible safety 
issues along Manhattan Avenue similar to what is currently being experience along the southern sections 


of Westshore Boulevard. 
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Gandy Boulevard: Although the proposed set of improvements more efficiently utilizes the capacity 
created by the committed roadway improvements along Gandy Boulevard and Manhattan Avenue and will 
add significant capacity to the intersection of Westshore Boulevard and Gandy Boulevard, peak period 
traffic demand at the intersections of Gandy Boulevard with Westshore Boulevard and Manhattan Avenue 
will continue to exceed capacity. Additional development in the Gandy Study Area will further degrade the 
performance of the intersections of Gandy Boulevard with Westshore Boulevard and Manhattan Avenue. If 
signal timings are optimized to minimize overall intersection delay regardless of approach direction, further 
degradation of these overcapacity intersections will degrade the level of service along Gandy Boulevard. 
Conversely, attempts to preserve the throughput of these intersections along Gandy Boulevard at the 
expense of north-south traffic will concentrate delay along Westshore Boulevard and Manhattan Avenue 


and may increase the overall delay experienced at the intersection. 


Other Interbay Roadways: Presently, Westshore Boulevard is classified as a constrained roadway from 
Bay to Bay Boulevard to Azeele Street. As discussed in Chapters 6 and 7, because of congestion along 
Westshore Boulevard, the TBRPM indicates latent regional travel demand and traffic originating from 
approved developments in the Gandy Study Area will utilize the Manhattan-Henderson-Lois corridor as an 
alternate route to and from the Westshore business district. As a result of this demand, available 
Manhattan Avenue and Henderson Boulevard capacity is completely consumed leaving no surplus for 


future traffic growth. 


Assuming appropriate intersection improvements are made at the intersection of Lois Avenue and 
Henderson Boulevard to facilitate the travel demand for Lois Avenue, this roadway would also reach full 
capacity in the “Approved” development scenario. As such, that component of additional development in 
the Gandy Study Area seeking to travel between the study area and the Westshore Business District would 


exceed the capacity of available north-south roadways. 


Summary: Although the proposed improvements create surplus traffic circulation capacity south of Gandy 
Boulevard, they do not restore LOS D conditions at the major signalized intersections along Gandy 
Boulevard and do not create any surplus capacity to serve travel demand between the Gandy Study Area 
and the Westshore Business District. Although considerable surplus capacity remains available along the 
Selmon Crosstown Expressway to serve travel demand between the study area and the CBD, access 


between the Expressway and the study area is subject to the constraints of Gandy Boulevard as described 
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in Chapter 7. Likewise, available capacity along the Gandy Bridge is limited in the “E+C+Proposed” 
network to throughput of the northbound to westbound left turn at the intersection of Gandy Boulevard and 


Westshore Boulevard. 


Additional Development Traffic Solutions 

As described above, the two principal traffic constraints on the Gandy Study Area are Gandy Boulevard 
and the lack of capacity between the study area and the Westshore Business District. Although 
conventional, relatively inexpensive roadway solutions are not available to overcome these constraints, 
several options may be considered if traffic impacts of additional development in the Gandy Area are to be 


managed. 


Gandy Boulevard: Since the Crosstown Expressway was originally conceived, various plans have been 
put forward to create a limited access connection between the current expressway terminus immediately 
west of Dale Mabry Highway and the Gandy Bridge. Most recently, FDOT conducted the “Gandy 


Connector” PD&E study which proposed two alternative freeway alignments: 


» Elevated on Gandy Alternative and; 


= Bypass Alternative 


Both alternatives contemplated a 4-lane freeway which connected the current Crosstown Expressway to 
the Gandy Bridge while leaving Gandy Boulevard and major north-south roads intact. The “Elevated on 
Gandy” alternative situated the new freeway immediately north of Gandy Boulevard and would have 
required a right-of-way taking of approximately 100 feet along most of the corridor thereby removing 


commercial land uses along this side of the road. 


The “Bypass” alternative swept south of Gandy Boulevard between Bridge Street and Westshore 
Boulevard and then traveled east-west along the Tyson Street corridor which at the time was 
supplemented by the Manhattan-Phillips tract. This alignment curved back north over the Port Tampa CSX 
tracks and was to run parallel to the railroad tracks and then over Gandy Boulevard to tie in with the 
existing expressway. The “Bypass” alternative required right-of-way takings in the area that has become 


the Imperial Yachts development and along Westshore Boulevard in the vicinity of Paxton Avenue and 
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Pearl Avenue. This alternative also required taking a substantial portion of the Lighthouse apartment 


complex located immediately south of the current Crosstown Expressway loop ramps. 


Both alignments were vigorously protested by local business people and residents and ultimately the PD&E 
study was suspended and Gandy Connector was de-funded by the MPO. Since the PD&E Study, 
development of the Imperial Yachts property, the Manhattan-Phillips property, and elsewhere along 


Westshore Boulevard has made the “Bypass” alternative right-of-way acquisition cost prohibitive. 


A third alternative considered as prior to the PD&E process was to reconstruct Gandy Boulevard as a 6- 
lane section, however, traffic projections indicated that a 6-lane at grade roadway would operate at LOS “F” 
upon completion of the roadway widening project and therefore, in the assessment of FDOT, would not 


create adequate capacity to justify the expense of construction. 


More recently, the Tampa-Hillsborough Expressway Authority has suggested the possibility or utilizing the 
methods employed on the elevated reversible lane project recently completed between Brandon and the 
CBD as a possible capacity solution for the Gandy Boulevard Corridor. Because Gandy Boulevard does 
not exhibit large peak hour directional variance, this proposal would entail one travel lane and one shoulder 
lane in each direction, rather than a 3-lane reversible roadway. As such it would effectively serve as a very 
long ramp connecting the Gandy Bridge to the Crosstown Expressway and would be limited to 
approximately 24,000 ADT. 


Though less than half the capacity of the proposed PD&E alternatives, the TBRPM indicates that the 
capacity provided by a 2-lane elevated roadway is consistent with the regional component of current Gandy 
Boulevard traffic and could potentially reduce peak period traffic along Gandy Boulevard by approximately 
50%. Although no local road access would be provided to the elevated roadway, the remaining traffic on 
Gandy Boulevard would be well below the LOS “D” capacity of a 4-lane divided roadway. As such, 
construction of an elevated bypass, in conjunction with the proposed traffic circulation improvements 


described in Chapter 7, could serve to accommodate additional development within the Gandy Study Area 


Members of the Gandy Transportation Study Advisory Committee objected to the proposition of an 
elevated roadway on aesthetic grounds, however, the roadway would not create the same physical barrier 


as the alternatives proposed in the FDOT PD&E study and may therefore be more acceptable to the 
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community, especially as traffic continues to worsen along Gandy Boulevard. When proposed, the 
elevated lanes were conceived as a toll facility however, the limited capacity of the roadway and its 
relatively short length may limit its revenue potential and therefore require additional funding beyond what 
may be bonded based on future revenue projections. Although right-of-way requirements are minimal, it is 
reasonable to assume such a facility would cost in excess of $100 million given recent construction cost 
trends. Currently, this roadway is not the subject of any PD&E process and is not programmed for 


construction. 


Construction of an elevated “bypass” roadway would not address Westshore District access, however, 
construction of an elevated roadway in the “Approved” development scenario without consideration of 
additional Gandy Area development would reduce the need for improvements to Manhattan Avenue (Tyson 


Street to Gandy Boulevard) and Tyson Street (Westshore Boulevard to Manhattan Avenue). 


Westshore District Access: Roadway improvements in the Gandy Boulevard Corridor provide additional 
development traffic capacity to serve Pinellas County and Tampa CBD travel demand; however these 
improvements have no impact on north-south traffic between the Gandy Study area and the Westshore 
Business District. Although the Gandy Area roadway improvements proposed in this report include 
widening Westshore Boulevard from Fair Oaks Avenue to Gandy Boulevard, this improvement is principally 
targeted at maximizing the throughput of the intersection and will not serve to move more traffic along the 


length of Westshore Boulevard north of Gandy Boulevard. 


The City is also contemplating reconstructing Westshore Boulevard as a 2-lane divided section from Fair 
Oaks Avenue to Euclid Avenue pursuant to redevelopment of the Georgetown property. Although most of 
Westshore Boulevard has an 80ft right-of-way, this is not sufficient to construct a quality 4-lane divided 
roadway with adequate median width, sidewalks, and bike lanes—however 80ft is ample for a 2-lane 


divided section. 


Assuming the intersection of Henderson Boulevard and Lois Avenue is modified to allow Lois Avenue to 
“accept” traffic from Manhattan Avenue/Henderson Boulevard, the demand from regional traffic and Gandy 
Area development will result in LOS “D” conditions along Lois Avenue. Lois Avenue lies within a 60 ft right- 
of-way and so could be reconstructed as a 2-lane divided roadway, but could not be widened further 


without considerable right-or-way acquisition and neighborhood impact. Alternately, a one-way pair system 
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could be considered using Clark Street to increase capacity in the Lois Avenue Corridor; however, because 
approved development and regional traffic growth will also push Manhattan Avenue/Henderson Boulevard 
to their service capacity, additional improvements would also be necessary along Henderson Boulevard 


and Manhattan Avenue to make full use of any substantive capacity created along Lois Avenue. 


Regardless of additional development considerations, the anticipated traffic demand of approved Gandy 
Area developments, suggests it may be appropriate to consider additional sections of Westshore 
Boulevard and/or Lois Avenue as candidates for conversion to a 2-lane divided roadway section. Though 
this type of traffic operations improvement would not restore the level of service standard on Westshore 
Boulevard, it would serve to reduce the impact of left-turning vehicles on through traffic. Consideration of 
traffic operations improvements to Westshore Boulevard is especially critical if the City determines that it is 
inappropriate or unfeasible to accommodate northbound left turns at Henderson Boulevard and Lois 


Avenue. 


In conclusion, there are no inexpensive or otherwise expedient options to create roadway capacity to 
maintain adopted roadway level of service for travel to the Westshore Business District pursuant to 
additional development contemplated in the Gandy Study Area. Remedial traffic operations measures will 
be necessary to preserve traffic safety and avoid extreme conditions to deal with traffic from approved 


Gandy Area Developments. 


Mass Transit Considerations 
This study did not include a detailed feasibility study of mass transit options for the Gandy Study Area, 
however basic consideration of bus rapid transit (BRT) and fixed guide-way service was considered. Two 


main corridors were considered for transit service: 


" CSX/Crosstown Expressway to CBD 


= Westshore Corridor to Westshore Business District 


Neither of these corridors is currently contemplated in the Transit Element of the LRTP, the HART Transit 
Development Plan, or the FDOT Strategic Regional Needs Assessment Study. The 100X express route 
alignment currently travels along Gandy Boulevard to the Tampa CBD, but does not stop in the Gandy 


Study Area. Prior to the approval of the Gandy Area development discussed herein, the land use densities 
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and intensities in the study area were not attractive from a transit feasibility standpoint. Although the 
median density along Westshore Boulevard in the Gandy Study Area is favorable to transit pending build- 
out of the approved developments, other demographic indicators such as annual income and automobile 
ownership are not complementary. As such, the attractiveness of transit in this area may be dependent on 
whether the transit service is advantageous in avoiding traffic congestion—hence consideration of fixed- 


guideway and BRT service. 


CSX/Crosstown Expressway to CBD: Members of the Study Advisory Committee pointed out that the 
existing CSX rail line could serve as a ready-made foundation for fixed-guideway service from the Gandy 
Study Area to Tampa’s CBD, however upon further consideration by the study team, several mitigating 


issues were identified: 


«" Right of Way Constraints: The current freight rail operates on a single track, but to facilitate rapid 
headways during peak periods, dual tracks will be necessary for commuter rail operations along all 
or part of the rail line. This will incur extensive right-of-way acquisition costs because residential 
and commercial structures abut the right-of-way in many locations. One alternative may be to 
construct a retaining wall and use the right-of-way currently consumed by the Expressway 


embankment, but this negates the concept of an inexpensive, ready-made solution. 


When constructed, the southern leg of the Crosstown Expressway was constructed with sufficient 
space to allow one additional lane in each direction to be constructed in the median. This space 
could instead be utilized for mass transit and would result in an exclusive transit corridor by 
eliminating cross-street conflicts, however, any interim transit stops would require costly 
engineering solutions. An elevated alignment would prevent the roadway mode from expanding 
further. Irrespective of alignment within the corridor, right-of-way must also be acquired for transit 


stops along the route. 


« Liability Issues: Other cities, such as San Diego, that have implemented commuter rail on shared 
tracks with commercial/freight rail have been forced to purchase the rail line and lease back usage 
to the freight operation. Substantial liability insurance is typically required to cover against the 
catastrophic loss potentially incurred in the event of a collision between a freight train and occupied 


commuter rail. 
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" Available Capacity on Expressway: Presently the Crosstown Expressway operates at less than 
40% of service capacity. Assuming some fare cost associated with rail service in addition to 
“transaction” costs associated with headway and the pedestrian trip from the Gandy Area 
Developments to the rail terminal, rail service may not be competitive. Although the Gandy Area 
proposed transportation improvements do not cure the intersections of Gandy Boulevard with 
Manhattan Avenue and Westshore Boulevard, access to the Crosstown Expressway can be made 


via the proposed Tyson Avenue roadway and Lois Avenue making this a relatively easy commute. 


* Parking Availability: Although a recent analysis of the City of Tampa Parking Department noted 
some fiscal constraints on expansion, the current availability and cost of monthly parking is not in 


the range in which it may be considered a deterrent to single occupant automobile usage. 


= Competing Regional Priorities: Other corridors such as the Brandon to CBD leg of the 
Crosstown Expressway of the Florida Avenue Transit Emphasis Corridor may compete for limited 


mass transit start-up funds. 


As such, a better initial approach may be to consider express bus service from a hypothetical transit hub 
along Tyson Avenue to the CBD via the proposed Tyson Avenue roadway and the Crosstown Expressway. 
If ridership approaches the point where express bus service cannot accommodate demand, more intense 


transit options may be appropriate in the future. 


Westshore Corridor to Westshore Business District: Although the Westshore Corridor from Gandy 
Boulevard to Kennedy Boulevard does not exhibit the land use and demographic qualities typically 
necessary to foster transit ridership, the pairing of new high-density Gandy Area residential development 
with ample employment intensity in the Westshore Business District may provide the foundation for 
commuter transit service. The 80ft typical right-of-way along Westshore Boulevard is insufficient to 
adequately construct a 4-lane divided roadway section, but this right-of-way could easily accommodate a 2- 


lane undivided roadway section with parallel semi-exclusive transit lanes. 


Since this service would likely need to transition to non-exclusive lanes north of Kennedy Boulevard and 


South of Fair Oaks Avenue, BRT vehicles may be a more appropriate choice than fixed-guideway (light 
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rail) transit. Although the lack of cost-feasible roadway capacity options makes mass transit a compelling 


option, several issues must be considered in association with BRT service along Westshore Boulevard: 


" Westshore District Dispersion: The Westshore Business District is quite large and does is not 
necessarily conducive to pedestrian traffic. HART staff suggested a separate circulator service 


would be necessary to support any contemplated BRT service 


« Traffic Congestion/Benefit-Cost: Unlike the CSX/Crosstown Expressway corridor, exclusive 
transit lanes along Westshore Boulevard could offer a considerable travel time advantage given 
current and projected traffic congestion, however construction of exclusive lanes, even within the 
available right-of-way, could cost $30 — 50 million in capital costs alone. Assuming 5 minute peak 
hour headways and 100% occupancy, BRT still creates fewer person trips of directional peak hour 


capacity than additional roadway lanes. 


Additional Development Conclusions 

Although it may be tolerable to lower level of service standards during peak periods in a growing urban 
environment, the City’s current comprehensive plan indicates that extreme traffic congestion is not 
acceptable. Definitions of extreme congestion may include failing level of service for multiple hours of the 
day, traffic conditions which contribute to unsafe driver behavior, or traffic conditions which result in 
excessive neighborhood traffic intrusion. Assuming this policy remains in effect, the proposition of 
additional development in the Gandy Study Area raises several difficult ttansportation-related questions 
which should be evaluated in the context of additional zoning and land use intensifications in the Gandy 
Study Area. 


These questions include: 


« Is it feasible to fund the proposed Gandy Area traffic circulation improvements in full or in part? Are 


these improvements acceptable to the community and other agency stakeholders? 


« Will the City consider grade-separated capacity solutions (ie. elevated Gandy Boulevard express 
lanes)? Are these cost-feasible? 
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» Will the City consider roadway capacity improvements and/or traffic operations improvements (ie. 
left turn lanes and intersection improvements) along Lois Avenue or Westshore Boulevard between 
Kennedy Boulevard and Gandy Boulevard? Will the intersection of Henderson Boulevard and Lois 


Avenue be reconstructed to accommodate increased traffic on Lois Avenue? 
» Will the City consider BRT/ mass transit investments in the Westshore Corridor? 
Although these questions do not consider issues such as land use compatibility, provision of other 
infrastructure, and intensification of development in the coastal high-hazard areas, they provide a basic 


decision making framework regarding the City’s ability to absorb current approved and additional 
growth in the Gandy Study Area. 
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Chapter 9: Implementation Strategy 


In regard to evaluating further development south of Gandy Boulevard, issues relating to the City’s 


Comprehensive Plan and Land Development Regulations should be addressed. These issues relate to: 


» revising the City’s vision for the Gandy area and for the Interbay Peninsula, 

"developing a solution (transportation and otherwise) to deliver a quality of living residents are willing 
to accept, 

» developing a financial and regulatory plan to implement that vision and solution, 

* taking the initiative to implement the elements of the plan, and 

# monitoring the plan, making appropriate adjustments to the plan, and reporting how well the plan is 


being implemented to City residents and the Florida Department of Community Affairs. 
Aspects of each of these issues are discussed in this section. 


The City’s current Comprehensive Plan Transportation Element was developed in 1998, and implemented 
a Transportation Concurrency Exception Area (TCEA) for all of the incorporated area south of Fowler 
Avenue. In its documentation, expected transportation network performance is reported at three different 
levels of detail. A summary of City-wide performance is provided, a summary of performance in each of 
five geographic sub-areas is provided, and a road segment by road segment inventory of projected future 
operating conditions is provided. Conceivably, the plan could be monitored and development decisions 


could be made in the context of any of the three levels of performance. 


In the City’s administration of the TCEA, little attention has been paid to the application and interpretation 
of these three different levels of projections. Generally, no restrictions have been placed on development 
proposals, as a TCEA has been adopted. However, State rulemaking requires that, even when adopting a 
TCEA, the City must identify a goal or vision of a transportation circulation system (9J-5.0055(6)(c)FAC) 
and move deliberately to achieve that vision (9J-5.005(6) FAC). Individual developments should be 
reviewed against the Plan, and their consistency and contribution to the achievement of the plan should be 
a factor in decisions to grant or deny the requested approvals. This could be done at a detailed level, for 


example, by reviewing whether the proposed development creates congestion at a specific location where 
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congestion was not intended. Or, the review could be undertaken at a very generalized level by evaluating 


its contribution to or role in resolving City-wide or sub-area level performance. 


In 2007, the City is required to update its Comprehensive Plan. Recent amendments to the State’s growth 
management laws (SB 360, 2005) require that communities review and, where appropriate refine, their 
plans and implementation strategies. Requirements have been adopted that require each community to 
pay more attention to the promises made in their plans and report their progress to the DCA on an annual 
basis. These mandates suggest that communities would be prudent to either fund and implement the 


visions they define, or that they define visions that they can and are willing to fund and implement. 


Revising the Vision 
The Vision is a plan. In transportation terms, it would relate to the types of service that will be provided for 


pedestrians, bicycles, bus and possibly rail transit, and motor vehicle travel. It would identify sidewalk and 
bicycle facility coverage, the type of transit service and possibly routes and stations. It would identify what 
road improvements will be implemented — where land (front yards and parking) might be acquired or 
homes or buildings might be demolished. It would also describe the quality of service that would be 
provided, such as percent of sidewalk or bicycle facility coverage, frequency of bus headways, and the 


location, intensity, and duration of roadway congestion that will be allowable. 


The locations and intensities of development will directly affect the transportation plan and, to translate the 
vision into a development review process, when development intensities are proposed which are not 
consistent with the vision, then the effects of the land use decision on the transportation plan should be 
assessed. As an example, suppose high density residential development was contemplated in the Hyde 
Park area of Tampa, and lower densities in areas further to the west and south. An associated 
transportation plan that provided/allows for better quality transit service and increased roadway congestion 
on roads that serve the Hyde Park area and access Tampa’s CBD might be adopted. However, if 
development patterns that placed high density residential uses further away, such as south of Gandy 
Boulevard, are more expensive to serve with transit, and it contributed to increased roadway congestion in 
parts of the Interbay Peninsula where congestion was not contemplated, then those issues would need to 


be addressed in the development review process. 
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Developing a Solution 
The City’s leadership in setting out a vision for the future is critical to developing a plan. Most of us choose 


to live in an established area because we desire stability — we chose the location we are living in because 
we liked it the way it was when they moved in, and we generally want it to stay that way. Change is 
traumatic and inconvenient. However, those who develop plans and visions and study where those visions 
will work tend to believe and understand that a different condition could be better for a variety of reasons. 
Communicating that vision, generating community support and acceptance, and being willing to put up with 


the transitions that must occur, are all a part of their urban adventure. 


The existence of a viable solution acceptable to the community needs to be verified. For example, in the 
case of the Gandy area, an elevated roadway over Gandy Boulevard, linking the Gandy Bridge to the 
LeRoy Selmon Expressway, seems to be a potential solution to roadway capacity needs. However, the 
business community along Gandy Boulevard, and some residents in the area, are strongly opposed to an 
elevated structure. Even if a solution exists, it may not be acceptable to the affected community. In its role 
as community leaders, the City Council would need to rule on the ultimate acceptability of the solution. The 


acceptability of an elevated Gandy Boulevard has not been established in this study. 


Financial and Regulatory Plan 
The costs of the plan must be determined and updated on a regular basis. Furthermore, the funding 


mechanisms must be identified that will ensure that the elements of the plan can be implemented. The role 
of the community in funding improvements and services can be identified by budgeting gasoline taxes, 
sales taxes, ad valorem taxes, or other revenue sources. The role of the developer should also be 
determined, who might contribute through special assessments, impact fees, or Community Development 
Districts. Finally, the expectation of outside funding sources, such as toll revenues or State, County, or 
Federal funding should also be established. Commitment of financial resources to the plan will strengthen 
the likelihood of its implementation, and serious consideration should be given to ensuring the plan’s fiscal 
strength. 


Regulatory policies that relate development patterns and timing to infrastructure are required by State law. 
Policies that allow development to proceed when the infrastructure needed to support the development is 
not in place need to be carefully considered. If the ultimate funding appears certain, and the intensity and 


duration of interim congestion is not severe, then development could be allowed to proceed. However, if 
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the funding appears uncertain, or the intensity and duration of unmitigated congestion is severe, then 


limitations on development may still be appropriate. 


Initiative to Implement 
Plans often fail because the vision and commitment to implement the plan is lost through successive 


generations of staff and policy-makers. The original purpose and need for the plan fades, and priorities 
often shift. The plan needs to be well documented, keeping in the forefront the intentions and community 
values that led to adoption of the plan in the first place. City staff, as well as the elected officials, need to 


remain committed to prosecuting the implementation of the plan. 


A second aspect of the initiative simply regards the will to act. Timing of an action, however, can change 
the community perspective on a decision to act. An example of this might be the need to improve 
WestShore Boulevard. As a two lane road, WestShore Boulevard is heavily congested now, but to 
propose four-laning would be met with strong opposition. However, if congestion on the road continues to 
intensify, community attitudes in the future may change, and a future decision to widen the road might be 
popular. At the local level, because decision-makers are close to the communities that elect them, it is 
sometimes difficult for agencies and elected officials to act to take property or do the unpleasant things that 


implementing a vision requires. 


Monitoring, Adjusting, Reporting 
Having stated the need to keep the intentions and community values creating the vision for the plan in the 


forefront, it is also important to propose that the plan remain flexible. State law requires periodic updates to 
the Comprehensive Plan, and reporting on its implementation on an annual basis through the Capital 
Improvement Element. Simple measures that are not burdensome need to be established to make it easy 


to satisfy the reporting requirements. 


The 2007 update to the City’s Comprehensive Plan provides an excellent opportunity to take the 
appropriate steps to ensure that future development in the Gandy area is undertaken in a responsible and 
well-managed way that does not unduly affect or damage the quality of life that the City of Tampa desires 


to provide to its citizens. 
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Appendix 1: Advisory Committee Summary 


Appendix 1: Advisory Committee Summary Includes: 


" Gandy Area Transportation Study Interview Summary: A summary of a series of telephone and 
in-person interviews conducted prior to formation of the Study Advisory Committee to provide 


information to the Study Team (Appendix 1-1) 


« Advisory Committee Meeting Agendas and Summaries 
o April 4, 2006 (Appendix 1-4) 
o April 27, 2006 (Appendix 1-7) 
o May 16, 2006 (Appendix 1-11) 


» Advisory Committee Evaluation of Options: Tabulation of votes and summaries of a series of 


transportation infrastructure, land use, and finance options (Appendix 1-15) 
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Gandy Area Transportation Study Interview Summary 


Introduction 
Interviews were completed over approximately a one-month period from March 17 through April 12, 2006. 
The purpose of the interviews was to gather information, identify issues that the study team should be 
aware of while conducting the study, and hear the perspectives of various interests in the Gandy area. 
Seventeen interviews were completed. Most were conducted by telephone. Among those interviewed 
were: 
e Representatives of 
o 1 business group 
o 7 neighborhood associations 
oO 1major employer 
e 3 developers 
e 3 elected officials 


e 2 technical staff 


The interviews followed a specific format, so that comparable information was gathered from each 


interviewee. The following paragraphs summarize the major themes and ideas that emerged. 


Findings 

Awareness of the Study 

Most people had heard a study was being done, but only a few had any specific information about it. One 
person initially assumed it was the Joint Land Use Study being conducted by MacDill Air Force Base and 


the City of Tampa. 


Hopes for the Study 
e Produce objective data and analysis about the impact of redevelopment on traffic 
e Develop a plan to accommodate the expected increase in traffic due to redevelopment 
e Produce a shared vision for redevelopment of the area 
e Generate creative alternatives to address transportation needs 
e Produce consensus solutions to transportation problems 


e Evaluate the effect of the Transportation Concurrency Exception Area 
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Address conflicts of truck traffic and residential traffic 
Address residents’ concerns and need for information 
Reduce uncertainty about the future 

If making roadway improvements, address aesthetics 
Involve the community in the study process 


Provide ways for children to get around 


Perspective on Redevelopment 


Generally, redevelopment was considered a good thing for the area, but everyone agreed there 
were good and bad aspects. At least one person thought the density allowed in the area was too 
high and should be changed. 
Beneficial aspects mentioned 
o Land use changes — better use of waterfront 
Increase in property values 
Increase in tax base 
Better overall pattern of land use — infill rather than sprawl 


Unique, world-class waterfront 


oOo 0 80 80 


Potential for new amenities, especially waterfront amenities (from a regional perspective, 
could reduce traffic if people do not have to travel to Pinellas County to enjoy the waterfront) 
o Future economic development resulting from Tampa’s heightened visibility and improved 
image 
oO Creation of impressive gateway to Tampa and Hillsborough County 
0 Increase in public access to the water 
o Neighborhood improvements 
Concerns and negative aspects mentioned 
o Overwhelming to the existing infrastructure, especially roads 
Disruptive to long-time residents 
Can pit developers against current residents 
Effect on viability of the Gandy business district 


Loss of employment base — where will residents work? Traffic implications? 


oOo 80 O80 80 


Lack of affordable housing, especially for MacDill personnel (would prefer base personnel to 


live closer) 


Tindale-Oliver & Associates, Inc. 


Consensus Builders, Inc. 


Assessment of Current Conditions 


Most people thought traffic congestion had not yet reached the point where it was intolerable, but 
thought it could be improved. A few thought it was already intolerable. 

Everyone interviewed thought traffic congestion would become intolerable in the future if nothing 
was done. 

Some interviewees admitted to cutting through neighborhoods to get around. 

Specific problem areas mentioned were Westshore Boulevard, Manhattan Avenue and Gandy 


Boulevard. 


Importance of Transportation as a Consideration in Determining Allowable Redevelopment 
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Most people agreed transportation (including hurricane evacuation) is the most important 

consideration 

Other concerns that arise because of redevelopment in the area include: 
o Stormwater management 

Traffic safety and pedestrian safety 

Water service 

Electric service 

Schools 

Height of new buildings 

Density of new development 

Development quality 

Preservation of neighborhood character 

Parking 

Schools 

Fire protection 


Evacuation in case of fire or industrial accident 


(on © es © © ee © ee © en © Rs © © es © es © © ©) 


Loss of one of the best features of South Tampa, its accessibility 
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Potential Solutions 


e Multiple modes of transportation — focus on mobility 


oO 


oO 


oO 


oO 


oO 


Bus transit (only if bus bays are provided) 
Light rail using the existing CSX Railroad 
Greenways and trails for walking 

Bicycle transportation 


Water taxis 


e Mixed use 


e Providing for neighborhood commercial uses 


e Roadway improvements 


O 
O 
O 
O 
O 
O 


O 


Widening of Westshore south of Gandy 

Widening of Manhattan south of Gandy 

Intersection improvements at Westshore and Gandy 
Light at Bridge Street and Gandy 

Flyovers at Westshore and Manhattan 

New ramp onto Crosstown 


Intersection improvements on Gandy west of the Crosstown and east of Westshore 


e Rerouting truck traffic 


e Requiring developers to help with funding for improvements 


e Using the increase in tax revenue generated because of redevelopment to fund necessary 


improvements 


e Using the existing network of streets to disperse traffic 


e Traffic calming on residential streets 


e Better road maintenance 


e Establishing a Community Redevelopment Area and Tax Increment Financing district like Drew 


Park 


e Relocating industry to the Port of Tampa 
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People in the Community to Talk To 
e Neighborhood associations 
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e Residents not active in neighborhood associations or residents of neighborhoods not represented 


by associations 
e Interbay Peninsula Partnership 
e Transportation agencies — DOT, MPO, Hartline 
e City land development staff 
e MacDill Air Force Base 
e Developers 
e Schools 
e Friendship Trail folks 


e Business owners 
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Advisory Committee Meeting April 4, 2006; Facilitator’s Summary 


Objectives of Meeting: 


Introduce study and study team 

Clarify role and purpose of advisory committee 

Share results of interviews 

Summarize baseline information 

Identify and prioritize issues (geographically specific problem areas and community- 
wide issues) 


e Confirm appropriateness and accuracy of data and analysis 


5:30pm — 5:45pm 
5:45pm — 5:55pm 
5:55pm — 6:05pm 


6:05pm —- 6:15pm 
6:15pm — 6:25pm 
6:25pm — 6:30pm 
6:30pm —- 6:45pm 
6:45pm — 7:15pm 


7:15pm —- 7:30pm 
7:30pm — 8:00pm 
8:00pm —- 8:20pm 
8:20pm — 8:30pm 
8:30pm 


Agenda 


Dinner and Review of Maps and Exhibits, Complete Survey Material 
Welcome and Opening Remarks by Roy Lamotte? Jean Dorzback? 


Study Team, Scope Overview, Project Schedule, and Purpose and Role 
of Advisory Committee 


Review of Meeting Objectives and Agenda 
Ground Rules 

Check-in 

Feedback from Interviews 


Existing and Projected Future Transportation Conditions in the Area 
South of Gandy - Tindale-Oliver and Associates, Inc. 


Feedback and Questions for Clarification 
Issues 

Potential Solutions to Explore 

Wrap Up and Next Steps 

ADJOURN 
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Introduction 
The meeting was called to order at 5:50 p.m. by Roy LaMotte, the City of Tampa’s Transportation 
Director. Mr. LaMotte welcomed everyone and thanked committee members for giving their time 


and participating in the process. He introduced the facilitator, Analee Mayes. 
The following Advisory Committee members were present: 


Jill Buford 

John Dingfelder 
Jerry Frankhouser 
Mike Hursey 

Sue Lyon 

Jerry Miller 


Public Comment 

As a result of a newspaper article that ran prior to the meeting, several members of the public 
attended the meeting expecting to be able to speak. In order not to disappoint residents who 
attended for that purpose, the facilitator provided some time at the beginning of the advisory 
committee meeting for members of the public to state their concerns. 

e Who is on the committee? What is its make up? Can we contact them? There are 13 
members on the committee. Why only five attendees? (Future meetings have been 
scheduled in advance to help ensure better attendance. Some members had calendar 
conflicts for the first meeting. Members not able to be present at the first meeting will be 
briefed so they are fully prepared for the second meeting.) 

e Lives off of Westshore Boulevard north of Gandy. Residents had a meeting with 
Councilman Dingfelder with 300 + attendees. What is the City doing to recognize our 
concerns? Traffic will come north into our area. The City should study north of Gandy 


Boulevard. 
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e Lives one block south of Gandy Boulevard, on McElroy. Concerned street will be used as a 
Gandy bypass. This is already occurring. Wants study of speed tables on McElroy. 

e Lives south of Gandy Boulevard, concerned with 45 mph speed limit on Westshore 
Boulevard. Median islands are a safety hazard because drivers travel at high speed. 

Signs have been knocked down. Wants reduction in the speed limit to 35 mph and better 
enforcement. Divider signs need to be replaced. Traffic backs up on Westshore Boulevard 
4 blocks south of Gandy. Drivers use center lane. Can’t make southbound left turns from 
side streets. 

e Lives south of Gandy Boulevard. Concerned and confused that there is another study 
being done for this area. Does this study replace or duplicate the other studies that have 
been done in this area and for individual projects? Studies are costly. What is going to 
happen to implement the study? Concerned studies just lead to more studies, not 
solutions. 

e Who is responsible for confirming that the level of impact determined by the developer’s 


traffic study was correct? 


Ground Rules 
Members of the advisory committee identified the following as ground rules for their meetings: 
e Follow standard operating procedures for committees, e.g., common courtesy 
e Allow passionate expression of feelings but don’t let one or a few individuals dominate the 
discussion 
e Be respectful of one another and of their ideas and views 
e Stay on topic and don’t drift (The facilitator has authority to redirect the group if members 
stay on a topic too long or get off topic.) 
e Have comprehensive discussions of policy issues 
e Start and end on time 
e Turn cell phones off or set them on “vibrate” for the duration of the meeting 
e Incase of a need to convey information to the consultant, go through Jean Dorzback so 


she is “in the loop.” 
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Results of Interviews 
Ms. Mayes reported on the results of 15 interviews she had conducted with representatives of a 
wide variety of interests south of Gandy Boulevard. The preliminary report of this data gathering 


effort is attached. 


Presentation of Baseline Information 

Demian Miller of Tindale-Oliver and Associates, Inc. presented the results of the data gathering 
and analysis conducted by the team so far. The study area includes the Interbay peninsula from 
Gandy Boulevard to MacDill Air Force Base plus the Georgetown development on the west side of 


Westshore Boulevard north of Gandy Boulevard. 


The team presented information on current conditions and provided projections of future traffic 
conditions based on the buildout of pending approved development in the area (See attached 
presentation). The traffic analysis showed: 

e The Crosstown Expressway is currently underutilized. 

e There is more capacity on the east than on the west side of the study area. For example, 
the intersection at Dale Mabry Highway and Gandy Boulevard currently operates at 73 
percent of capacity. 

e There is still capacity at the intersections of Gandy Boulevard with Westshore Boulevard, 
Manhattan Avenue and Dale Mabry Highway, but a few of the turning movements at the 
intersection of Gandy and Westshore and at Gandy and Manhattan are already failing. 

e Pending approved development south of Gandy Boulevard (plus Georgetown) will add 
48,000 daily trips to the roadway network, exceeding the capacity of the north-south roads 
on the Interbay peninsula south of Gandy Boulevard and overloading the intersections of 
Gandy and Westshore and Gandy and Manhattan. 

e = If further infill development and redevelopment take place in the area south of Gandy 


Boulevard, the future traffic situation would be even worse. 
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Important Issues for the Study to Address 


Advisory Committee members were asked to list the issues that they thought were most important 


for the study to address: They included: 


The impact of further rezonings in the area 

The responsibility of developers for funding solutions to address the impacts they have 
generated 

The responsibility of the Community + Developers + City to address the impacts of new 
development 

The pressure to have development before the transportation infrastructure is in place 

The need for the City to follow up on developers’ compliance with the conditions of zoning 
approvals 

The need to understand FDOT’s short term and long term plans for Gandy Boulevard from 
the Crosstown to Westshore 

The need for comprehensive thinking — transportation problems are really a function of land 
use 

The City’s ability to maintain any new infrastructure that gets built 

FDOT’s refusal to install a traffic signal at Gandy Boulevard and Bridge Street 


The safety of the Regency Cove entrance on Gandy Boulevard 


Potential Solutions 


Advisory committee members brainstormed some potential solutions for the team to explore. 


They were: 


Make better use of the Crosstown Expressway 

Accomplish areawide down-planning during the current Comprehensive Plan update 

Make improvements on collector roads 

Require developers’ cooperation to achieve the City’s goals with respect to greenways and 
trails 


Evaluate the feasibility of transit 
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Consider a Tyson bypass along the railroad right-of-way 
Seek federal subsidies for MacDill Air Force Base personnel to use the Crosstown 
Expressway for the commute to and from work 


Extend the Crosstown to the MacDill AFB gate 


Next Steps 

Ms. Mayes indicated she would prepare a summary of the meeting and distribute it to advisory 
committee members. Advisory committee members who were unable to attend the first meeting 
will be briefed prior to the next meeting. The next two meetings of the advisory committee have 


been scheduled for April 27" and May 
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Advisory Committee Meeting April 27, 2006; Facilitator's Summary 


Meeting Objectives: 


e Briefly recap previous meeting 
e Hear a presentation on alternative transportation solutions 
e Understand committee perspectives on the alternative transportation solutions 


5:30pm — 5:45pm 
5:45pm — 5:55pm 
5:55pm — 6:00pm 
6:00pm — 6:05pm 


6:05pm — 6:25pm 


6:25pm — 6:45pm 


6:45pm — 7:05pm 


7:05pm — 7:25pm 


7:25pm — 7:40pm 


7:40pm — 7:55 pm 
7:55pm — 8:15pm 


8:15pm 


Agenda 


Dinner and Review of Maps and Exhibits 
Welcome and Introductions 

Brief Recap of Previous Meeting 

Review of Meeting Objectives and Agenda 


Presentation — Conventional Roadway Solutions — Tindale-Oliver and 
Associates, Inc. 


Questions for Clarification/Discussion 


Presentation — Transit and Greenways and Trails — Tindale-Oliver and 
Associates and Livable Streets 


Questions for Clarification/Discussion 


Presentation — Expressway/Grade Separated Solutions — Tindale-Oliver 
and Associates 


Questions for Clarification/Discussion 
Wrap Up and Next Steps 


ADJOURN 
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Introduction 

The meeting was called to order at 5:45 p.m. by Jean Dorzback, the City of Tampa’s 
Transportation Planning Chief. Ms. Dorzback welcomed everyone and thanked committee 
members for giving their time and participating in the process. She introduced the facilitator, 


Analee Mayes. 


The following Advisory Committee members were present: 


Jill Buford 
Steve Danco 
Donald Gunn 
Mike Hursey 
Sue Lyon 
Frank Miller 
Jerry Miller 
Tony Rodriguez 
Al Steenson 
Jorge Ugarte 


Margaret Vizzi 


The meeting included a presentation by the City’s transportation consultant, Tindale Oliver and 
Associates, Inc. The presentation addressed several ideas and issues suggested by the advisory 
committee at its April 4, 2006 meeting, including: 

e Better utilization of the Crosstown Expressway 

e Collector road improvements 

e Tyson “bypass” 

e Transit feasibility 


e Traffic calming/speed issues 
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The Tindale Oliver presentation (attached) was organized into three main topics: 
e Roadway Capacity Issues and Solutions (Short Term) 
e Multimodal Solutions and Neighborhood Traffic 


e Expressway — Grade Separated Solutions 


Other issues and ideas offered by the committee at the previous meeting will be discussed at the 


next meeting, scheduled for May 16, 2006. 


Following each segment of the presentation, the advisory committee members asked questions 


and provided their perspective. 


Roadway Capacity Issues and Solutions (Short Term) 
Solutions mentioned to address roadway capacity issues included the following: 
e Redesign the intersection of Westshore and Gandy to accommodate dual left turns in all 
directions 
e Add a receiving lane on Westshore north of the Gandy intersection to accept dual left turns 
e Create a new, low-speed road in the Tyson corridor (Bridge Street to Lois) with traffic 
signals and turn lanes 
o Routes approved development trips to Manhattan Avenue 
oO Splits load between Westshore and Lois 
e Consider intersection improvements at 
o Henderson and Lois 
o Westshore and Bay-to-Bay Boulevard 
e Consider capacity improvements on Lois and/or Westshore 
e Include dual lefts at Manhattan Avenue and Gandy Boulevard (all directions) 
e Consider operational improvements at Henderson and Dale Mabry 
e Preserve the corridor on Lois for future capacity improvements 


e Adda dual westbound left on Manhattan for Back-Haul 
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The following summarizes the comments of advisory committee members on these ideas: 

e Folks from the area north of Gandy on the Interbay peninsula are not included on the 
advisory committee — they would be concerned about some of these ideas 

e New road in the Tyson corridor is a good idea 

e Elevated options are not good aesthetically 

e Prefer asymmetrical improvements (versus symmetrical improvements) at the intersection 
of Gandy & Westshore. The EB on Gandy to NB on Westshore movement should not be 
encouraged. Introduction of Dual EB to NB lefts and requisite receiving lane seta 
precedent for widening Westshore North of Gandy to which Advisory Committee Members 
are adverse. 

e Traffic light at Fair Oaks and Westshore will affect traffic volumes on Fair Oaks, requiring 
proactive approach to traffic calming 

e Look at mass transit — other modes, bicycles. Bike lanes should be part of all new ‘typical 
sections’. 

e Use waterways - ferries 

e The traffic will follow the path of least resistance — make traffic go somewhere else besides 
Westshore — understand and plan for traffic on Westshore, but don’t encourage it. 

e A bigger intersection at Westshore/Gandy makes it even more difficult/dangerous for 
pedestrians to cross 

e Keep looking at interesting ideas — don't retreat 

e The speed of traffic on Westshore (north of Gandy?) needs to stay at 30 mph. Traffic flows 
change if lights are installed. Traffic lights foster cut-through traffic 


e Improve Manhattan (where? South of Tyson | presume) 
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Multimodal Solutions and Neighborhood Traffic 


Solutions mentioned to address transit, greenways and trails, and neighborhood traffic issues 


included: 


Identify a potential light rail corridor and station locations and consider corridor preservation 
Provide for a trail in the new Tyson corridor 
Protect neighborhoods south of Gandy and north of the Tyson corridor from cut-through 
traffic 

Oo Install raised medians in conjunction with dual left turn lanes on Manhattan and 

Westshore 

o Preclude vehicle access from the neighborhood to the Tyson corridor 

0 Install other neighborhood traffic calming measures 

o Provide for comprehensive sidewalk construction 
Protect neighborhoods north of Gandy (Fair Oaks) — 2 options 

o Provide Westshore capacity and calm the neighborhood traffic, or 


o Design for traffic on Fair Oaks 


The following summarizes the comments of advisory committee members on these ideas: 


Provide for neighborhood-serving commercial uses in Port Tampa. Transportation and 
land use are interrelated — look at land use before transportation improvements 

There will be an increase in tax revenue from new development — that revenue can fund 
infrastructure if there’s a plan and schedule. 

Concerned that we are looking at how to move more people north, e.g., dual left turn lanes 
EB Gandy to NB Westshore. This would impact established neighborhoods for new 
development. (Note: Dual lefts from EB Gandy to NB Westshore may not necessarily put 
more traffic north on Westshore. It depends on signal timing. With dual lefts signals could 
be timed to allow the same number of cars to turn left on to Westshore as now, and provide 
longer green time for through traffic on Gandy.) 


Is it time for a road out in the Bay? 
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Encourage greater use of bicycles — bicycle lanes, bicycle storage at new developments 
One policy option is to increase congestion and people’s behavior (regarding use of transit) 
will change 

Need a more comprehensive study 

New road in Tyson corridor is a good idea 

At-grade crossing of Gandy for Friendship Trail is not a good idea. A light at Bridge St. 
solves two problems. How about an underpass or overpass of Gandy for Friendship Trail? 
If the railroad track goes away would it mean more truck traffic? 

Light rail is a great idea — preserve the option for future 

Residents backing up to Tyson corridor may be concerned about a road along their back 
property line. (Note: This is the only corridor that doesn’t have residential fronting it.) 
Proposed Tyson design — would the crosswalks be safe? Traffic calming is better and 
more effective if incorporated in the initial design vs. a retrofit 

Pavement changes are better than striping for crosswalks 

Proposed new road in Tyson corridor is the only innovative idea 

Consider projecting Tyson through to Dale Mabry 

Something needs to be done on Westshore and Manhattan between Gandy and Interbay 
Westshore from Gandy to Interbay was designed the way it is for safety reasons not 
capacity. 

Need a combination of things to mitigate the impact of new development in the area — 
transit has to be part of solution (The increase in gas prices may make transit a more 
attractive alternative.) 

Developers are building “high end” residential in an area that is not “high end”. It’s not clear 
what the needs of the new people are and how to plan, where to invest 

Buyers are from the Tampa Bay area — indications are they will behave like other South 
Tampa residents 

There will be justification in the future for a traffic light at Bridge St. 


Moving people up Westshore to Euclid and El Prado is a good idea, innovative 
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e What difference would a new road along the Tyson corridor make to Gandy intersections w/ 
Manhattan & Westshore? 

e If there will be more traffic on Fair Oaks, we need to address it now 

e If Tyson corridor comes to fruition, there will be a need to protect Pearl between Lois and 
Dale Mabry 

e Need to put forward transit options despite county opposition 

e Always remember the port uses and plan for tanker traffic. That is a unique consideration 


in this area. Tanker trucks carry gasoline and chlorine. 


Expressway — Grade Separated Solutions 
Expressway and grade-separated solutions were discussed briefly. They were: 
e Accessing the Crosstown Expressway from the Tyson corridor 
e Creating an elevated connection between the Gandy Bridge and the Crosstown 
e Accessing the Gandy Bridge from the Tyson corridor 
e Through lane or critical left turn flyovers 


e Friendship Trail overpass 


There was limited time for advisory committee comments on these ideas. The comments were: 
e South Tampa residents do not want an elevated road 


e People may not pay the tolls to use an elevated road, in which case it might not relieve 


traffic on Gandy Boulevard 


Next Steps 
The next meeting of the advisory committee has been scheduled for May 16". It will start at 5:30 


pm and end at 8:30 pm and will be held at the Jan Platt Library on Manhattan Avenue. 
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Advisory Committee Meeting; May 16, 2006 Facilitator’s Summary 


Meeting Objectives: 


Briefly recap previous meeting 

Hear a presentation on land use and fiscal policy options 
Understand committee perspectives on land use and fiscal policy solutions 
Establish advisory committee priorities among the various options (transportation 


infrastructure and land use and fiscal policy) 


5:30pm — 5:45pm 
5:45pm — 5:55pm 
5:55pm —- 6:00pm 
6:00pm — 6:10pm 
6:10pm - 6:40pm 
6:40pm — 7:10pm 
7:10pm — 8:00 pm 
8:00pm —- 8:15pm 


8:15pm 


Agenda 


Dinner and Review of Maps and Exhibits 
Welcome and Introductions 
Review of Meeting Objectives and Agenda 


Brief Recap of Previous Meeting 


Presentation by Tindale Oliver and Associates, Inc. 


Questions for Clarification/Discussion 
Priorities 
Wrap Up and Next Steps 


ADJOURN 
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Introduction 

The meeting was called to order at 5:45 p.m. by Jean Dorzback, the City of Tampa’s 
Transportation Planning Chief. Ms. Dorzback welcomed everyone and thanked committee 
members for giving their time and participating in the process. She introduced the facilitator, 


Analee Mayes. 
The following Advisory Committee members were present: 


Jill Buford 
Steve Danco 
John Dingfelder 
Jerry Frankhouser 
Donald Gunn 
Mike Hursey 
Sue Lyon 
Frank Miller 
Tony Rodriguez 
Al Steenson 
Jorge Ugarte 


Margaret Vizzi 


The meeting included a presentation by the City’s transportation consultant, Tindale Oliver and 
Associates, Inc. covering finance and land use options for addressing transportation needs in the 
area. Following each segment of the presentation, the advisory committee members asked 


questions and provided their perspective. 
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Finance Options Land Use Options 


Options mentioned to address financial issues included the following: Options mentioned to address transportation issues through land use included: 


Update transportation impact fee 
Introduce other impact fees 
Use funds from Community Development Districts imposed by developers 


Informally block ad valorem tax revenue to fund Gandy area improvements 


The following summarizes the comments of advisory committee members on these ideas: 


The incremental increase in ad valorem tax revenue from new development could 
represent a significant opportunity. Revenue will likely be greater than the cost of services. 
Even without a formal structure, such as a Tax Increment Financing district, the community 
could set priorities and claim that revenue for their area. Otherwise, it may be spent 
elsewhere. 

The reality is that tax revenue from new development funds the existing level of services. 
Because of Save Our Homes, the increase in taxes from existing development is not 
enough to keep up with the increasing cost of city services. 

Current residents would object to tax increases to help new development. 

WCI wouldn't go back to impose a Community Development District (CDD). It may be too 
late for the existing approved developments to consider the option of a CDD. Perhaps it 


would be an option for Rattlesnake Point. 


Clarification: A Community Development District is just for the development and its buyers. 


The Community Investment Tax shouldn’t be overlooked as a source that can be used for 
these improvements, even though it has not been used for road improvements in past. 
It makes sense to recalculate impact fees. 


Couldn’t there be impact fees for other needs, to free up funds for transportation? 
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Changing the way the Transportation Concurrent Exception Area TCEA) is implemented 
Amending the Future Land Use Plan to retain suburban character 

Adopting an Overlay District/Multi-Modal Transportation District 

Amending the Future Land Use Plan to encourage an urban character for the area 


Eliminating the TCEA or changing the TCEA boundary to exclude the south Gandy area 


The following summarizes the comments of advisory committee members on these ideas: 


Just because there is a designation on the Future Land Use Map that allows a certain use 
or density doesn’t mean Council has to approve a rezoning. 

Raising Gandy Boulevard doesn't benefit local residents — wouldn’t want to raise Gandy to 
allow more redevelopment. 

Consider flyovers along Gandy Boulevard at the major intersections as an alternative to an 
elevated Gandy Boulevard 

An elevated toll road on top of Gandy Boulevard may further affect utilization of Xtown. 
Residents of South Tampa are not interested in the area being more urban. 

Can’t “pave over the world”. 

In an area like South Tampa, with the cost of real estate and construction, the cost of 
building a “people mover” may not be much more than the cost of widening a road. 

Where would you put transit on Westshore Boulevard? What are the right-of-way 
requirements? 

The Westshore District is a major employment and shopping center. 

Area south of Gandy needs more commercial uses — a better mix of uses. City doing a 
good job planning for mixed use downtown. Mixed use works well now on MacDill Avenue. 


The wider you make the roads the less likely there will be an increase in transit use. 
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e Currently we are very far from the traffic congestion/parking “misery” that would make 
transit attractive for residents. 

e The only road that would be possible to use for rail in the future without neighborhood 
objections is Dale Mabry. 

e Tampa is relatively unique in adopting a TCEA citywide. 

e Other cities are tracking traffic congestion closely, allowing some, but not allowing extreme 


congestion to occur. 


Priorities among the Options 

Advisory committee members were provided with a matrix listing all the options being considered 
by the study team. For each option, advantages and disadvantages were described. Committee 
members were given the opportunity to ask questions and clarify their understanding of each of 
the options. Each member was given 10 votes and invited to select the 10 best options among 
the 25 presented. The options are listed below in order by category, based on the number of 


votes received from the advisory committee members present. 


Transportation Options for Improving Traffic Circulation, Addressing Downstream and 
Neighborhood Impacts, and Limited Access 
1. 1A New road in Tyson Av corridor — 9 votes 
1C Widen Manhattan and Lois, Tyson (or Interbay) to Gandy — 8 votes 
1F Designate Fair Oaks as a neighborhood collector w/ traffic calming — 7 votes 
1JA Friendship Trail Crossing of Gandy Boulevard not at grade — 7 votes 
1G Improve Henderson @ Lois — 6 votes 
1N Eliminate tolls on Xtown from Gandy to CBD — 6 votes 
1B Add lanes on Westshore, Tyson to Gandy — 5 votes 
1E Add center turn lane on Westshore, Gandy to Euclid/El Prado — 4 votes 


OO) NY (Or ee oO 


11 Reduce (& enforce) speed limit on Westshore south of Gandy w/ traffic calming plus 
traffic calming for Manhattan and Interbay — 4 votes 


10.1D Add dual left turns all approaches, Gandy @ Westshore — 3 votes 
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11.1H Extend Tyson corridor to Dale Mabry — 3 votes 

12.1M Preserve ROW for future roadway and/or transit corridors — 3 votes 

13.1K Construct elevated toll lanes down center of Gandy — 2 votes 

14.1J Relocate the Friendship Trail crossing at Bridge St or west of Bridge St — 1 vote 

15.10 Provide express/premium transit from new development to Westshore District — 1 vote 
16.1P Water taxi/ferry service — 1 vote 


17.1L Construct elevated boulevard above Gandy Boulevard — 0 votes 


Finance Options 
1. 2A Update transportation impact fee — 6 votes 
2. 2B Introduce other impact fees — 3 votes 
3. 2D CDD imposed by developer — 3 votes 
4 


. 2C Informally block ad valorem tax revenue to fund Gandy area improvements — 2 votes 


Land Use Options 

1. 3D Revise TCEA implementation — 7 votes 
3C Overlay District/Multi-Modal Transportation District — 5 votes 
3A Future Land Use Amendment — suburban character — 5 votes 


3B Future Land Use Amendment — urban character — 3 votes 


Ol ae. I 


3E Eliminate TCEA or change TCEA boundary to exclude south Gandy area - 2 votes 


Concluding Comments and Next Steps 
This was the last meeting of the Advisory Committee. Ms. Dorzback thanked the group for their 


helpful comments and participation. 
The team will be meeting with City staff later on this week, and a presentation to City Council will 


be scheduled in the near future. Advisory committee perspectives will be part of the study team’s 


presentation, but all committee members are welcome to attend the City Council workshop to 
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express their views directly. The facilitator promised to prepare a summary of the meeting, 


including the results of the multi-voting exercise. 
The following general comments were offered at the conclusion of the meeting: 


e It would be helpful if the City Council workshop on this study were televised (not held in 
Mascotte room). 

e Perhaps the Mayor would participate with the City Council in the workshop. 

e If there were a continuous connection from the Gandy Bridge to downtown, an elevated 
Gandy Boulevard would be used. 

e It should be made clear that Options 1K and 1L (elevated Gandy Boulevard options) were 
not advisory committee ideas. 

e If 1K (elevated Gandy Boulevard) is effective in alleviating local traffic, can the associated 
aesthetic and noise problems be solved? 

e Redevelopment and traffic concerns wouldn't be an issue in this area if it weren't for the 


availability of waterfront property. 
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Gandy Area Study Advisory Committee Options for Consideration 


VOTES 
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Option 

Build road along Tyson Ave. corridor from 
Bridge Street to Lois Ave.  Signalize 
intersections at Tyson @ Westshore and 
Tyson @ Manhattan. Provide left & right turn 
lanes at these intersections as needed. 
Include Friendship Trail as part of roadway 
corr 


Add lanes (dual NB-->WB left and potentially 
additional through lanes) on Westshore from 
Tyson to Gandy 


Widen Manhattan Ave. and Lois Ave. from 
Tyson to Gandy. (raised median w/ left turn 
lanes, potential additional SB through lane on 
Manhattan.) Should consider access 
management/limitations with neighbohood to 
the west of Manhattan to discourage cut-thro 


Add Dual left turn lanes at all approaches of 
Gandy @ Westshore. Construct requisite NB 
receiving lane on Westshore. 


Add Center turn lane on Westshore from 
Gandy to Euclid/El Prado. Restrict access 
and/or traffic calm neighborhood streets 
between Euclid and Gandy. 
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Purpose 
Provide E-W traffic circulation without using 
Gandy Blvd. Allow CBD trips to bypass Gandy 
@ Westshore and Manhattan. Allow 
Manhattan trips to make NS_ through 
movement rather than EB to NB turn. 


Improve access to Gandy Bridge, relieve 
congestion along Westshore South of Gandy. 
Increases capacity at Westshore 


Allow Traffic from Tyson Corridor to take 
advantage of additional capacity on 
Manhattan north of Gandy and improve 
access to Crosstown/CBD 


Provide greater allocation of signal capacity to 
critical movements--reduce congestion at 
intersection. 


Allow traffic from Georgetown and other traffic 
to take advantage of available capacity on 
Euclid/El Prado. Help protect Fair Oaks 
(neighborhood) from cut-through traffic by 
providing additional capacity on an existing 
functionally classified roadway. 


Advantages 
Provides EW capacity with minimal impact to 
existing single family residences. Leverages 
city-owned ROW. Road construction could be 
phased: 1) 2-Lane Road in City ROW; 2) 4- 
Lane Road + Greenway using CSX ROW 
also. 


Existing ROW from Gandy to McCoy can 
accommodate necessary lanes and bike 
lanes. Left turn storage and throughput 
should diminish problem of left turn queue 
blocking access to neighborhood. If 4-lane 
divided section is continued to Tyson, some 
ROW may 


Additional through and turn lanes reduce 
congestion at intersections with Gandy 
Boulevard and thereby encourage traffic to 
use the proposed Tyson corridor rather than 
Gandy Boulevard 


Existing ROW along Gandy to accommodate 
second EB to NB and WB to SB turn lanes. 
ROW available along east side of Westshore 
North of Gandy to accommodate required NB 
receiving lane. Facilitates future capacity 
projects along Westshore North of Gandy Blv 


Provides for additonal capacity along 
Westshore to route trips from Georgetown 
(etal) and South Gandy developments to 
Euclid/El Prado and back into the Major 
Roadway Network. Existing ROW would limit 
costs. Adequate arterial roadways help 
protect neighb 
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Disadvantages 
Proposed 4-Lane Tyson Ave. section will 
require current CSX RR ROW and impact to 
rail-dependent tenants. Reduces ROW width 
available for Friendship Trail extension. 
Drainage considerations increase project cost 


More conflicts for pedestrians crossing 
Westshore along Gandy (wider intersection). 
Will require SB approach to shift to the west to 
keep through lane alignment. This will require 
some right-of-way along west side of 
Westshore Blvd. north of Gandy Blvd. 


May increase traffic on Manhattan south of 
Tyson. Will increase traffic on Manhattan 
from Tyson to Gandy Boulevard. 


More conflicts for 
intersection). High-capacity intersection 
configuration facilitates future capacit 
projects along Westshore Blvd. north of 
Gandy Blvd. 


pedestrians (wider, 


Encourages more traffic along Westshore 
Boulevard. Poor access management 
between El Prado and Flamingo ma 
complicate use of a raised median. TWLT is 
not optimal for pedestrian crossings and can 
result in traffic safety issues. 
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Option 
Designate Fair Oaks as a_ functionally 
classified but traffic calmed (neighborhood 
collector) road. Rebuild with raised/divided 
median and adequate bicycle lanes, sidewalks 
and street lighting. Provied traffic signal at 
Fair Oaks and Manhattan 


Henderson @ Lois Intersection 
Improvements. Principally a dual NB left turn 
from Henderson onto Lois with requisite 
receiving lane. 


Extend Tyson Corridor to Dale Mabry, 
potentially utilizing Home Depot-Sam's Club 
Access Road. 


Reduce (and enforce) speed limit on 
Westshore south of Gandy. Consider 
modified T at major sidestreets/driveways and 
other geometric design traffic calming 
features to slow traffic without reducing 
capacity. Consider similar design options for 
Manhattan 


Provide Friendship Trail crossing (other than 
Westshore @ Gandy intersection) Possible 
methods: 1-Ja: 
Signal at Bridge Street; Pedestrian Signal 
west of Bridge Street. 1-jb: 
Bike/Ped 
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Purpose 
Plan for cut-through traffic and implement 
necessary traffic management and safety 
strategy. 


Accommodate NB left turn demand caused by 
additional capacity on Manhattan being 
consumed by approved development in the 
Gandy Study Area 


Relieve potential cut-through traffic on Pearl. 
Provide South Gandy/Westshore access to 
area commercial uses (Home Depot, Target, 
Publix, etc) w/o need to travel on Gandy Blvd. 


Use of Westshore as a truck route and 
current 45 mph speed limit is not compatible 
with residential and school land uses. 
Appropriate traffic calming can provide a dis- 
incentive for speeding without significantly 
reducing throughput 


Bikes and Pedestrians seeking access to 
South Gandy Area must detour from Bridge 
Street greenway alignment and may therefore 
be tempted to make unprotected mid-block 
crossing. Proposed additional turn lanes at 
Westshore intersection further complicate pe 


Advantages 
Allows traffic from Georgetown, et.al. to utilize 
committed improvements on Manhattan 
Avenue without adding additional traffic to 
Westshore north of Fair Oaks. Paces traffic 
by providing approriate roadway design and 
bicycle and pedestrian mobility/safet 


Will reduce congestion along Henderson from 
NB Traffic attempting to access_ the 
Westshore Business District. Will allow more 
traffic to use Lois Avenue as an alternative to 
Westshore Boulevard. 60ft ROW along Lois 
could accommodate 3-Lane section w/ sha 


Principally utilizes vacant ROW or City owned 
ROW. May utilize existing RR crossing at 
Pearl. Would protect Pearl Avenue from cut- 
through traffic to Dale Mabry. Could facilitate 
redevelopment of Pearl Avenue between Lois 
Avenue and CSX. 


Reduce traffic speeds. Increase safety for 
pedestrians and bicyclists. Enhance viability 
of these modes for fulfilling some_ trip 
purposes. 


Separates bike/ped traffic from heavy-high 
speed motor vehicle traffic. Potentially 
reduces use of actuated pedestrian signal 
phase at Westshore thereby increasing 
intersection capacity. Could provide for a 
‘Gateway’ to calm traffic from Gandy Bridge pr 


Appendix 1, pg-16 


Disadvantages 
Facilitates more traffic along Fair Oaks. Will 
require complex signal to accommodate dog- 
leg at Fair Oaks and Manhattan or ROW 
acquisition to realign the intersection. Ma 
need to consider ROW acquisition to provide 
modified T intersection at Fair Oaks 


Will allow more trafic to use Lois Avenue as 
an alternative to Westshore Boulevard. 
Though classified as an arterial roadway, 
fronting residential and school land uses are 
not good for increased traffic. Current 2-lane 
undivided cross section may resul 


Would likely require approval of development 
on property between Sam's and CSX to 
acquire ROW and convert private use of 
Sam's/Home Depot driveway for public use. 
May require partial closure of Pearl Ave to 
through traffic. Requires relocation of existi 


Reduce traffic speeds. Reduce effectiveness 
of Westshore Boulevard as a Truck Route 
and subsequent impacts on port operations 
and other economic considerations. 


Additional signal may reduce East-West 
capacity along Gandy Boulevard. Elevated 
Pedestrian overpass may need to be 
demolished if elevated lanes are built in the 
future. 
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VOTES 


1-L 


Construct elevated toll lanes down center of 
Gandy Blvd (similar to Brandon to CBD 
project except rather than 3-lane reversible, 
the elevated lanes would be 1-lane in each 
direction) 


Construct elevated boulevard above Gandy 
Boulevard. Accommodate regional trips and 
regional transit along surface and local trips, 
circulator transit and north-south crossing at 
elevation. Project built as public-private 
partnership with high intensity d 
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Purpose 
Move regional trips off Gandy. Create 
additional capacity for Gandy Area trips to 
access Pinellas, CBD, and Commercial land 
uses along Gandy and Dale Mabry. 


Create 


Move regional trips off Gandy. 
additional capacity for Gandy Area trips to 
access Pinellas, CBD, and Commercial Land 
Uses along Gandy and Dale Mabry. 


Advantages 

Does not rely on City of Tampa capital 
program. Does not create physical barrier. 
Facilitates additional development South of 
Gandy Blvd. Does not directly impact 
adjacent neighborhoods. May facilitate 
redevelopment along Gandy Boulevard in 
conjunctio 


Does not rely on City of Tampa capital 
program. Does not create physical barrier. 
Facilitates additional development South of 
Gandy Blvd 
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Disadvantages 
Aesthetics - alleged psychological barrier. 
Facilitates additional development South of 
Gandy Blvd Does not address Westshore 
District and Central Tampa trip purposes. 
Limited throughput ~ 24,000 ADT 


Requires commitment to very high intensit 
development along both sides of the Gand 
Corridor impacting neighborhoods on either 
side. Does not address Westshore District 
and Central Tampa trip purposes. 
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Option 
Corridor Preservation Plan 


Eliminate (pay from other revenue) tolls on 
Crosstown from Gandy to CBD 


Provide direct (express/premium) transit route 
from new development to Westshore District. 
Interface with 100x route (Pinellas to Tampa 
CBD) and provide transfer center along 
Bridge Street or Tyson Avenue west of 
Westshore Blvd. 


Water Taxi/Ferry Service 
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Purpose 
Identify future roadway and/or transit corridors 
(ie. Tyson connection across Sam's Club, 
Home Depot frontage road; Transit stations 
along CSX/Crosstown corridor) and protect 
and preserve for future transportation 
infrastructure 


Encourage CBD trips to use Crosstown rather 
than Dale Mabry, Himes, MacDill, and 
Bayshore. 


Provide an alternate to automobile to handle 
commute traffic from new South Gandy 
Development to Westshore Business District 


Connect Rattlesnake Point to Mariner Drive 


Advantages 
Preserves future transportation corridors-- 
reduces future acquisition costs). Lays cards 
on the table (fair warning to property owners). 
Facilitates public-private partnership (ie. Up- 
zoning and land swaps adjacent to future 
transit hubs, etc.) 


Reduces traffic on local roadways. Enhance 
attractiveness of CBD vs. Westshore District 


Westshore corridor is not ideal for roadway 
capacity improvements due to land use 
compatibility and right of way constraints. 
Transit may be a viable alternative given high 
density residential and high intensity office 
pairing. Future addition of travel 


Does not require roadway capacity 
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Disadvantages 
Few Disadvantages. Requires communit 
consensus that transportation infrastructure 
corridors are appropriately sited. 


$4.5 million annual cost. Could make Gand 
Bridge more competitive than Howard 
Franklin Bridge for Pinellas County --> Tampal 
CBD commuters. Given cost of 
development residential units, _ toll 

should not be a major fiscal consideration for 
new Sou 


Without dedicated lanes, transit will be stuck 
in traffic. Westshore District is dispersed and 
may require circulator system to effectivel 
distribute express route trips. Would require 5 
minute headways or less during peak hour to 
carry comparable pers 


High capital and operating costs compared to 
bus transit. Distance between terminals 
combined with docking/boarding time does 
not facilitate efficient round trip time. Would 
require circulator at Westshore Business 
District 
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Option 
Update Transportation Impact Fee 


Introduce Other Impact Fees (ie. 
Fire/EMS, Stormwater) 


Police, 


Informally block ad valorem tax revenue to 
help fund Gandy Area improvements. 
Although existing ad valorem tax principally 
funds Police operating budget, provision of 
police service is a per-capita expenditure and 
the profile of Gandy Area developments s 


Community Development District Imposed ad 
valorem tax premium imposed by developer 
on new development to fund improvements 
necessary to mitigate the development's 
impact 
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Purpose 
Current impact fee revenue projections and 
project costs (above) suggest present fee 
structure does not adequately provide for 
necessary roadway capacity. An updated 
impact fee ordinance will reflect current 
construction costs in the fee structure and th 


Un-encumbers other revenue from capital 
projects which can be used on operating 
expenses or reallocated to fund additional 
capital projects 


Fund Gandy Area CIP based on 
disproportionate ad valorem tax revenue 


Mechanism to ear-mark a portion of ad 
valorem tax above and beyond existing 
millage. May be used by a developer to fund 
projects as part of a development agreement 


Advantages 
Provides more revenue for mitigating new 
development impacts. May slow 
redevelopment by altering fiscal parameters 


Would provide additional use-specific Capital 
revenue which could allow more _ flexible 
revenue streams to be diverted elsewhere 


Fund projects necessary to mitigate new 
development from the taxes paid by the 
residents of that development 


Relies on new residents/businesses to pay 
(over time) for the impact they create 


Appendix 1, pg-19 


Disadvantages 
Will need to be done on a City-wide basis. 
Measures tO encourage infill and 
redevelopment in East & Central Tampa will 
need to be consistent with Impact Fee legal 
requirements. May require allocation of other 
City revenue to "pay-down" fees in redevelop 


Impact Fees can only pay for capital costs 
and cannot cover operating expenses. This 
limits their effectiveness for Police/EMS 
application. These departments have limited 
capital needs given the City's overall growth 
rate. Program may be of limited use 


Would likely require bonding against future tax 
revenue since revenue would not be collected 
incident with certificate of occupancy. No 
applicable formal framework to block revenue- 
cannot bind future administrations/councils. 
Many hands in the ad valor 
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VOTES 
5 3-A 
3 3-B 
5 3-C 
7 3-D 
2 3-E 
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Option 
Future Land Use Plan Amendment 


Future Land Use Plan Amendment 


Overlay  District/Multi-Modal 


District 


Transportation 


Revise TCEA implementation. Implement 
District wide Capital Improvement Plan and 
Calculate Proportionate Share Costs to be 
applied to future development 


Eliminate TCEA/Change TCEA Boundary to 
exclude South Gandy Area 
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Purpose 
Preserve ‘suburban' character and _ limit 
potential for additional (up) rezonings based 
on the compatibility with the FLUE 


Establish ‘urban' character as a goal and 
identify high intensity redevelopment corridors 
and opportunities for public-private 
partnership to address infrastructure needs. 
Accept congestion but build toward mass 
transit supporting uses 


Introduce land development regulations which 
better address multi-modal transportation. 
Introduce mixed use zoning designations 
which set minimum land use mixtures rather 
than maximum to encourage neighborhood 
serving uses. Quantify and monitor alternat 


Avoid Moratorium by providing a list of 
improvements which may be built based on 
developer contributions above and beyond 
impact fees. Improvements may not sustain 
Level of Service along all roads, but will 
provide for mobility into and out of the South 


Invoke rigid concurrency management. 
Facilities adequate to maintain the declared 
Levelof Service standard must be on-line 
concurrent with new development. 
Development may either fund/construct the 
required improvement(s) or in some cases 
pay their pro 


Appendix 1, pg-20 


Advantages 
Limits future traffic impacts from increased 
density in the South Gandy area. 
Transferable development rights could be 
used to reallocate current allowed densities to 
create high-intensity nodes and _ corridors 
more amenable to transit while maintaining co 


Provides for more development close(r) to 
employment centers. Compensates current 
property owners by increasing land values 
incident to up-zoning. Allows/requires 
development to occur 


Encourages integration of multimodal 
transportation network and land uses_ to 
provide greater opportunities to fulfill daily trip 
purposes without the use of an automobile. 
Plans for spatial relationships, densities, and 
intensity of land uses to facilita 


Provides a compromise between_ shutting 
down all development and allowing 
development to occur with only marginal 
mitigation. Includes corridor preservation/CIP 
planning to create certainty certainty that 
infrastructure necessary to support 
development wi 


W ill effectively halt development in South 
Tampa since downstream impacts along the 
W estshore/Lois Corridors are not (FULLY) 
mitigatable given current constraints. 

Prevents Council from approving development 
if impacts cannot be fully mitigated. 


Gandy Area Transportation Study 


Movement Counts (TMC) 


ic Turning 


Traff 


ing 


© 

x4 

co 
a 
in 


Existi 


Appendix 2 


Pawo [ve [we [ore [oo [om [wo [oe [om [oo [oe [oe [oe 


SVES 


t+ O1atodto 
ise] ee ee ee GOP) 


ad N Y 
ise] o t+ 


oO 
t+ 


jo) 
T+ 


86T 


ioe) 


Tev 


[oe] 


R 
R 


OTY 


[oe] 
ise] 


oO 
foe) 


807 


N 
[o>) 


ise] 
o 


9TV 


+t 

vt 
KR 
o 


o 


Tey 


ctv 


a 
t+ 


eve 


oO 
o 


a 
+ 


9cE 


NR 
t+ 


622 


isp] 
ise] 


ioe] isp) 
KR 


ioe) 
ise] 


622 


NR 
T+ 


a 
+ 


LTé 


KR 
oO 


vic 


N 
t+ 


(o>) 
vt 
Tt 
vv 


N 
o 


ice) 
tT 
KR 
oO 


oO 
ise] 
KR 
© 
ise] 
t+ 


fee} 
T+ 
t+ 
foe} 
jo) 
+ 


ise] 
KR 
isp) 
ise] 


NR 
t+ 
igo] 
o 
t+ 
ise] 


t+ ise) (o>) 
vt T+ 

ioe] 

ise] 

Ke) 


[o> 
N 
[o>) 
oO 
isp] 
ioe] 


a 
ise] 
oO 
ise] 


t 
ise] 
N 
oO 
(op) 
vt 


t+ 
ise] 
N 
ioe) 
ise] 
o 


a 
+ 
N 
N 
t+ 


N 
vt 
KR 
o 


jo) 
+ 
t+ 
ise) 


[oe] 
ise] 
t 
ioe) 
op) 
ise] 


t+ 
t+ 
isp) 
foe} 


je) Lie ise] 
ise] oO 
isp) a 
a N jo) 
oO ise] 


oO 
t+ 


N Dtloyrn 
CJTSIXISISlSlalxX 
AI oa;lruon;larlrryjo;yrtiwr 


ae 
1/8 


a 


N OoO;MO] O° 
vt OTnN TEN 
isp] Ke) ice) 
ise] t+ + 


NR 
N 


fo) 
ele 

NR 

ise] 


punoqisa 


ise] 
N 
foe) 
N 


ise] oO, oO] oO +P RT OTN 
a NITE NTN NYPEN]T APTN 
BT_O] oT; oT] oS Ro;}o; nas] o 
NEN TN] OO] O&O N OTN 


ho 
ad 
N 
N 


punoqisa 


a 
N 
ise] 
N 


| © 
NTN 
NTR 
NTN 


a 
N 


ise] ise] 
N N 
a ad N 


oO 
N 


NR 
a 


Tt 
a 
KR 
oO 
vt 
ioe] 


ioe] 
a 
© 
ise] 


N 
d 
Oo 


o 
N 
Ke) 
t+ 
ice] 
t+ 


NR 
N 
oO 
ise] 
ise] 
T+ 


ioe) 
N 
a 
ise] 
a 
+ 


isp] 
ise] 
[o)) 
t+ 
fo) 
T+ 


je) 
t+ 
[o> 
N 


ise] ioe) YE a N 
N oO od ice] Ke) isp) 
vt ioe] ise] t+ t+ se] 
ise] fee) ise] ad oe) fo) 
N a N (oe) ise] ise] 


jo) 
N 
ise] 
a 


O;,o!;]oaoya OToaroniy re 
Oo;rmiyto NIT NTN] 
Orrnry~ojyo aA} oTePT- 
NEN TO] Ont afte 


t+ 
ise) 


NR 
N 


KR 
N 


a 
ise] 
NR 
a 


+ 
N 
t+ 
a 
ise] 


Oo 
N 
N 
oO 
9 
ise] 


NR 
N 
oO 
ise] 


isp] 
ise] 
je) 
isp] 
ise] 


Ke) 
ise] 
isp) 
ise] 


tr isp) 
T+ + T+ 
NR 


jo) 
ise] 


a 
ise] 
Oo 
N 
N 
oO 


ad 
(o>) 
ad 


KR 
ise] 
a 
N 


ice] 
T+ 
NR 
[oe] 


(o>) 
lo) 
NR 
oO 


a 
ise] 
t+ 
[op) 
ise] 


(o>) 
oO 
Ke) 
oO 


= 
~ 


punoquinos 


ise] N ] OO 
OPN T_ aT nT Nn 
oOfro;»;vnstT oy] ow 
TPO], oO] a] oO 
O;aol nt I nyt st 
OTN ITE NITE NIN 


oO a es BR xe) 
ise] oO (oe) N N 
op) Ke) oa foo) 

fee) jo) isp] t+ ise] 
ise] vt ise] vt N 


(o>) 
N 
a 
ise] 
NR 
ise] 


punoquyon 


edwe jo Aug 
€002 ‘6 YueW 
ApueS © aJousisa\\ 


YOLOVA 
YNOH Vad 


0€:S - 0&7 


YNOH AVAd Wd 


00:9 - SVS 


Gv: - O&:S 


0€:S - ST: 


GT: - 00: 


00:S - SVP 


GV-V - OF-7 


O€-7 - ST-7 


ST-V - 00-7 


00:7 - SVE 


GV-E - OEE 


O€-€ - STE 


GT-€ - 00-€ 


YOLOVsA 
YNOH AVAd 


00-2T - OO:TT 


YNOH Ad AVA-CIN 


00:T - SV:2T 


GV-CT - O€:¢T 


O€-2T - ST:2T 


GT-2T - 00:2T 


00:2T - SV:TT 


Gv:TT - O€-TT 


O€-TT - ST-TT 


ST-TT - 0O-:TT 


YyOLOVA 


YNOH AVAd 


O€-8 - O€-2 


YNOH MVAd WV 


00-0T - SV-6 


GV:6 - 0&6 


O€-6 - ST-6 


ST-6 - 00-6 


00:6 - S78 


GV:8 - 0&:8 


O€:8 - ST-8 


ST:8 - 00:8 


00:8 - SV:2 


Gv:2 - 0&2 


O€:2 - STL 


GT-2 - 00-2 


1991N0S 
sayeq 
:U0199S19}U] 


Gandy Area Transportation Study 


Appendix 2, pg-1 


Tindale-Oliver & Associates, Inc. 


Tse [oe [ose [oe [oo [ome [re [re [me [oe [or [we [oo | =e 
UNOH AV3ad 


Gv: - SV-7 
ZGLG ET? TV9OT GLT Lv SOZT S6T O€T 9SV 882 E9T vts OE? 
YNOH AVAd Wd 


vce 


Oo 
N 


TTE 


ioe] 


N 
ad 
ao 
wo 


ise) 


60TT 00:9 - SVS 


EcET 9SE 


ioe) 
vt 


KR 
N 
jo) 


ad 
ad 


SVE 


tr 
T+ 
t+ 
ise] 
ite) 
KR 
ite) 
wo 
t+ 
ite) 


Gv: - O&:S 


9LET 6vv 


wo 
+ 


LOV 


ice) 
T+ 
isp) 
ioe] 
isp] 
T+ 


0€:S - ST: 


N 
ise] 
fop) 
wo 


ZS9T vev 


st 
vT 
NR 
a 


c8v 


ee) 
ise] 
ise] 
(o>) 
jo) 
ite) 
(o>) 
i 


GT: - 00-S 


TOvT clv 


[oe] 
ise] 
jo) 
a 


TLy 


t+ 
oO 
ite) 
N 
NR 
RR 
o 
N 
{oe} 
oO 


00:S - Sv: 


OT6 LT¢ v97e GV-V - OF -7 


266 


jo) 
wo 


N 
vt 


612 


N 
op) 


6EE 


o 
ioe] 
a 
N 
NR 
Tt 
(©) 
Tt 


O€-7 - ST-V 


(o>) 
oO 
KR 
+t 
N 


€00T 20¢ 


N 
t+ 


Ole 


t+ 
T+ 
°o 
a 
a 
ioe] 
(op) 
ise] 
Lo 
t+ 


ST-V - 00-7 


cecot OTE 


+ 
N 
o 
N 


cOE 


+ 
N 


N 
wo 


00:7 - Sve 


[o> 
N 
jo) 
oO 


TOTT 2L1e 


a 
oO 
So 
N 


L9¢ 


ice) 
wo 
© 
a 
fo>) 
Aa 
a 
t+ 
Ww 
a 
+ 


GV-E - OE-E 


€00T 


TTIT 90€ 8l7e OTT SET 


YOLOVA 
c6'0 €6'0 260 88°0 T8°0 98°0 08°0 2L°0 680 c8'0 £60 980 
YNOH AVAd 


00:T - 00:2T 
YNOH Ad AVG-CIN 


ve 


N 
ise) 


vle 


ise] 
+ 


i=} eR 
~ 
oO ite) Le 
BR 
o 
lo) st oO 
wo ite) 
(se) ito) 
N 
~~ N 
oO + 


OE-E - GT-€ 


a 
N 
NR 
ise] 


GT-€ - 00-€ 


© + 
oO + 
fo) N 

a 
a o 
a N 
Nn N 
t t+ 
io) st 
ite) © 
fo) a 
ot N 
© st 
t Pe) 
Te) a 
N o 


00:T - SV:eT 


Tt 
~ 
ioe] 
a 
ise] 
a 
(o>) 
N 
Tt 
a 
jo) 
wo 
Xe) 
Tt 
N 
N 
KR 
ise] 
o 
N 


GV:cT - OE:2T 


~_ 
ioe) 
jo) 
ioe] 
i 
a 
Ko) 
ioe] 
ise] 
N 
oO 
ioe] 
_ 
+ 
ise] 
N 
jo) 
a 


O€:2T - ST-2T 


GT-2T - 00:2T 


NR 
o 
a 
N 
a 
a 
© 
N 
(o>) 
N 
a 
vt 
NR 
N 
N 
N 
a 
a 


00:2T - SV-TT 


t 
ise] 
oO 
a 
© 
N 
jo} 
N 
uw 
ise] 
a 
ise] 
a 
N 
ike) 
wo 


GV-TT - O&-TT 


ise] 
a 
ise] 
N 
ise] 
a 
Lo 
T+ 
NR 
N 
N 
a 


O€-TT - ST-TT 


GT-TT - OO-TT 


isp) 
ise] 


WLOL 


oe) 
ise] 
jo) 
N 
ioe] 
ise] 
a 
N 
for) 
bk 
oOo 
ise] 
a 
ise] 
rE 
a 
N 
vt 
[o>) 
ise] 


YOLOVA 
260 cl'0 v6'0 v8'0 9S°0 c8'0 v8'0 T6°0 €6'0 TL0 98°0 TZ0 
YNOH AVAd 
Gv:8 - SVL 
988E 9ST O8TT v6 Le E9ET vet 80T 2ST cSt céT 082 cot YNOH Yad WY 


jo) 
oO 
N 
a 
+ 


00-0T - SV-6 


Movement Counts (TMC) 


ise] 
KR 
i 
a 


GV:6 - 0&6 


fo) 
ise) 


O€-6 - ST-6 


ing 


ise] 
a 
T+ 


ST-6 - 00-6 


+ 


00:6 - SV:8 


ic Turn 
i Gi 
fon) (op) foe) N foo) (op) (oo) fon) 
~” (op) 
foe) 
wR 
a 


GV:8 - 0&:8 


vt 


O€-8 - ST-8 


o>) 
isp) 
© 
+ 


ST-8 - 00:8 


Traff 


4 
ise) 
fe») 
a 
N 
© 
t+ 


00:8 - SV:2 


ing 


st 
~ 
[e>) 
a 
N 
KR 
N 
a 
© a 
T+ 
+ 


oyad o;yao; ni ary pwuoyly~nwmoy, oyo,yo 
AIT NT NTN PT OPN TE TT OTN aI Jp Sf 
~POPoa APT MIEN eT tT PT o;yoy;oyTm ys] wy 
orn~ItltTn~y oy; roy ~nrn~yToy;,w om | Wo 

OTN] Ty To f_ oT;Toy;uOT;,To;oy; ny, oy;yw 
NENT NITE NT OT NIE NP of sty tft sf 


Gv:2 - O€:2 


a 
KR 
Oo 
Tt 
a 


O€:2 - STL 


A 


N 
jo) 
~ 
o © foe) a 


T+ 


EEE RPEEEPEPE 
a a a a oO oO N N a a a a 
t+ ioe) uw KK Nn o Ko) YX [o> op) N 
ise] oO ise] ise] oO N ise] oO 


GT-2 - 00-2 


NTEo;}T ol TAT oOoTTRuRI]_ Os L_ Oo] o;ToA TNT] © 
NEN TN OTTO] oO oO;,oO], mo], om 


Exist 


. 
. 
= 
jag 


an: 


edwel jo Nig ‘aainos 


GO0Z ‘6T J8q0190 _-a}eq 
Apued © ueyeyuey) :U0N9aSsa}U] 


a 


Appendix 2 


Gandy Area Transportation Study 


Appendix 2, pg-2 


Tindale-Oliver & Associates, Inc. 


Movement Counts (TMC) 


Existing Traffic Turning 


Appendix 2 


aco [ore [oe [ome [oe [om [oe [we [me [wo Pome [me [oe 


over 


wo] o 
oyt 


a 
isp] 
foe) 


KR 
(o>) 
oO; Ww 
Tr] oO 


N 
a 
a 
KR 
oO 


KR 
oO +t 
N 
ale|= i 
jo) oO ice) A 
Ww ise) T+ t+ 


SIT 


(o>) 
ad 
ad 


(o>) 
NR 


ite) 
KR 


LTT 


OOT 


t oO 
Nn fo) 


jo) 
irs 


N 
KR 


N 
o 


fo?) 
t+ 


oao;lrnNAt;]o] oo 
+P oO, OoOT Oo] Oo 


ty} oat O]o 
o,yuoT; oy Tt 


ito) t 
ise] 


ioe] 
Ww 


602 


v9T 


002 


VST 


c6T 


O6T 


TLT 


SET 


GLT 


vIT 


8TT 


SIT 


o;,yo;]o 
opwr~yoyr 


t+ YS ito) 
vv ite) ite) 


ise] ad 
wo 


oO 
T+ 


~VPTntT of ty] oy] o 
oT mans; oyPfjuoy,aTy] st 


N N 
vt + 


(op) 
t+ 


N 
t+ 


t 
Ke) 


Tt 
NR 


ho 
ite) 
ad 


jo) 
Ww 


Tt 
NR 


T6T 


jo) 
vs 


QLT 


vt 
o>) 


99T 


KR 
wo 


Te? 


wo 
ise] 


isp) 
ioe] 


ito) 
ise] 


ioe) 
ise] 


= 


N 


punoqisa 


Lee 


ass 
o>) 

a Yi nl ors 
N oO,oO], oO] 


t+ 
a 
t+ 


NR 
a 


(oe) 
ad 


isp] 
ioe] 
+ 
N 


Tt 
O;}d 
N | OO 


od 
oO 


= 
jag 


punoqisa 


N 
o 


da] oOo 
co yr 


KR 
ao 


OITrvntl ris 
~ To}; WM] oO 


AT ol; o;]oy; on] wo 
opTPoy,; Moy, MO], ™~ | wo 


NR 
ite) 


Tt 
o>) 


fo) (tare oe) YY 
sO 


N 
wo 


Ke) fo?) 
t+ + 


Tt 
Nn 


jo) ea ad 


N 
+ 


+t] oO 
o;@T~ 


o 
jo) 


je 
oO 


ioe) 
KR 


Lo Oo N Lo ice] 


N 
wo 


or st] orn yTo™ 
oO7,yuo, wo 


oO}; O};] dO] 4 
oOo;ar]? oy ts] wo 


~/t+}]olwuofluflol]s: 
ol olrrtfPolt +r] r 


0 
ad 


[oe] 
ioe] 


OT1Trol ns; oyljaytra 
oTtmOn;To;]w 


N 
N 


wo 
ise] 


ti] oO 
vT w+] Oo T/T 


N 
t+ 


punoquinos 


oO;o!]o;o] o 
oOTPma;, Moy], namaInNn 


Bilal o;|]@a ice) 
oO;ar 7] oy, o ise] 


N 
ise] 


ola] o 
oO;,o;] st 


oO 
KR 


N>To;oy;ruyt ea 
oO;rarl~ToyorTwo 


© 
N 


[o2) 
t+ 


punoquyon 


edwe jo AD 
GO0Z ‘8T ye 


Apuesg © Aigeyw eyed 


YOLOVA 
YNOH Vad 


00:9 - 00:S 


YNOH AVAd Wd 


00:9 - SVS 


Gv: - OFS 


0€:S - ST: 


ST:S - 00:S 


00:5 - Sv:7 


GV-V - OF-7 


O€-7 - ST-7 


ST-V - 00-7 


00:7 - SVE 


GV-E - OEE 


O€-E - STE 


GT-€ - 00-€ 


YOLOVA 
YNOH Vad 


GT:cT - ST-TT 


YNOH Ad AVA-CIN 


00:T - SV:eT 


GV:2T - OF:2T 


O€-2T - ST:eT 


GT-2T - 00:2T 


00:2T - SV-TT 


GV-TT - O&-TT 


O€-TT - ST-TT 


ST-TT - 00-TT 


YyOLOVA 


YNOH AVAd 


00:8 - 00-2 


YNOH Vad WV 


00:0T - SV‘6 


Gv:6 - 0&6 


O€-6 - ST-6 


ST-6 - 00-6 


00:6 - SV:8 


GV:8 - OE:8 


O€-8 - ST-8 


ST:8 - 00:8 


00:8 - Sv:2 


Gv:2 - O€-2 


O€:2 - GT: 


ST-Z - 00:2 


1991N0S 
rayeq 
:U01}99S19}]U] 


Gandy Area Transportation Study 


Appendix 2, pg-3 


Tindale-Oliver & Associates, Inc. 


HCM Signalized Intersection Capacity Analysis 
97: GANDY BLVD & Westshore Blvd 11/9/2006 


A+ry rr terry dd av 


1770 1863 


311-406 


aepren L Los E F F 


HCM esol Control asda 


209.5 


An rays F Petod inn 


Tindale-Oliver & Associates, Inc. 


Appendix 3, pg-1 


Appendix 3: Existing Traffic, Base Roadway Network Intersection Performance 


HCM Signalized Intersection Capacity Analysis 
99: GANDY BLVD & Manhattan Avenue 11/9/2006 


A+ry fT Xa tf eed 


Lane Sou ed 


Effective Green, a0) 114.2 


coraaen Los F 5 


HOM aban Soniral ak 


201.8 Sum of lost time (s) 


Gandy Area Transportation Study 


Appendix 3: Existing Traffic, Base Roadway Network Intersection Performance 


HCM Signalized Intersection Capacity Analysis 
190: GANDY BLVD & Dale Mabry Hwy 11/9/2006 


A+ry rT Xa terry td a 


Lane Configurations 


atd. Flow 539 


Fit Permitted 26 1.00 0.06 1.00 [ 0.06 1.00 ’ 06 |.00 
Satd. Flow (perm) 3539 


f (vpn) 264 


Peak-hour factor, PHF 76 079 089 0. 82 0. 0.83 0.75 


AC DW | 1 ) 
RTOR Reduction (vph) 
ant Flo\ oh) 


Turn Type 


Permitted Phases 
Act id G S) 90.0 10.0 90 ( 60.0 103.3 63.3 96 60.0 
Effective Green, g (s) : é ; : 07. : 10 61.8 


\CTL allo U.44 U.2ZY }.44 U.29 J 29 ie U.5U0 ) U J.2Y9 


Lane Grp Cap 


Level of Service 


Approach LOS ~ B F 2 


HCM Average Control Delay 


>M Volume to 


Actuated Cycle Length s) . 


Analysis Period (min) 


c Critical Lane Group 


Tindale-Oliver & Associates, Inc. 


Appendix 3, pg-2 


Gandy Area Transportation Study 


Appendix 4: Existing Traffic, Existing + Committed Roadway Network Intersection Performance 


HCM Signalized Intersection Capacity Analysis 
97: GANDY BLVD & Westshore Blvd 11/9/2006 


A+ry rr terry dd av 


1583 
| .00 


337 1863 


aepren L Los F ~ oi a a 


HCM esol Control asda 


120.0 


An rai F Petod rn) 


Tindale-Oliver & Associates, Inc. 


HCM Signalized Intersection Capacity Analysis 


99: GANDY BLVD & Manhattan Avenue 


me, 


Lane sou Med 


coraeh Los 


HCM stb Soniral ea 


120.0 


11/9/2006 


trp». | ¥ 


Appendix 4, pg-1 


Gandy Area Transportation Study 


Appendix 4: Existing Traffic, Existing + Committed Roadway Network Intersection Performance 


HCM Signalized Intersection Capacity Analysis 
190: GANDY BLVD & Dale Mabry Hwy 11/9/2006 


eT ok a ee 


Lane Configurations 


Total Lost time (s) 


actol 


ted 


Satd. Flow (prot) 


f tted 
Satd. Flow (perm) 
¥ie} Vpr ) 
Peak-hour factor, PHF 
RTOR Reduction (vph) 


ane G 


i. Flo (yon) 


Tum Type 
Permitted Phases 


Effective Green, g (s) 


fed g/C Ratio 


Clearance Time (s) 


vis Ratio Perm 


Unifo 


Approach LO 


HCM Average Control Del 


CM Volume to 


acity 


Actuated Cycle Length (s) 


iZa 


Jf on Uap 
Analysis Period (min) 


Critical Lane Group 


Tindale-Oliver & Associates, Inc. Appendix 4, pg-2 Gandy Area Transportation Study 


Appendix 5: Approved Development Traffic, Existing + Committed Roadway Network Intersection Performance 


HCM Signalized Intersection Capacity Analysis HCM Signalized Intersection Capacity Analysis 
97: GANDY BLVD & Westshore Blvd 11/9/2006 99: GANDY BLVD & Manhattan Avenue 11/9/2006 


Awavynerrs ters ed 


Lae eu ee Lane re 


76.5 214.0 54.5 2793 


nepraach Le Los F ™F F nepreaen T Los "F F F F 


Bac nanan ale it bs . HCM Level of Service HCM eal at Sankro) eae Uz. = HCM Level of Service 


20. 0 Sum of lost time (s) 120. 0 Sum of lost time (s) 


analysis Period com 


Tindale-Oliver & Associates, Inc. Appendix 5, pg-1 Gandy Area Transportation Study 


Appendix 5: Approved Development Traffic, Existing + Committed Roadway Network Intersection Performance 


HCM Signalized Intersection Capacity Analysis 
190: GANDY BLVD & Dale Mabry Hwy 11/9/2006 


Pwarynerrs ters) ed 


Lane Configurations 


“| 


te 


3433 


3433 


Peak-hour factor, PHF 


Adj. Flow (vph) 736 224 96' 251 983 i} 746 «61525 335 
RTOR Reduction (vph) 

Tum Type 
Permitted Phases 


ACI en, & ( 
Effective Green, g (s) 
Actu tio 


Clearance Time (s) 


38.5 f 28.9 


92.8 103.0 22 109. 
Delay (s) 41.8 141.5 143.5 1263 37.6 8 137.5 31 64 


Level of Service 


Approacn Velay (Ss) 


Approach LO ~E F F 


HCM Average Cont 


ICM Volume to Ca 


Analysis Period (min) 


cto R 


Tindale-Oliver & Associates, Inc. Appendix 5, pg-2 Gandy Area Transportation Study 


Appendix 6: Approved Development Traffic, Existing + Committed + Proposed Roadway Network Intersection Performance 


HCM Signalized Intersection Capacity Analysis HCM Signalized Intersection Capacity Analysis 
97: GANDY BLVD & Westshore Blvd 11/9/2006 99: GANDY BLVD & Manhattan Avenue 11/9/2006 


Awavynerrs ters ed 


Lae eu ee Lane re 


76.5 214.0 54.5 2793 


nepraach Le Los F ™F F nepreaen T Los "F F F F 


Bac nanan ale it bs . HCM Level of Service HCM eal at Sankro) eae Uz. = HCM Level of Service 


20. 0 Sum of lost time (s) 120. 0 Sum of lost time (s) 


analysis Period com 


Tindale-Oliver & Associates, Inc. Appendix 6, pg-1 Gandy Area Transportation Study 


HCM Signalized Intersection Capacity Analysis 
190: GANDY BLVD & Dale Mabry Hwy 11/9/2006 
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Dual Left Turns, All Approaches 
At Westshore and Manhattan 
(Fig 6 & 7) 
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New Road in Tyson Corridor 
(Fig 2 & 3) 
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Turn Lanes (Fig 8 & 9) 


Figure 1: Gandy Area Roadway Capacity Projects 
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Figure 2: Tyson Avenue (4 - Lane) 
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Figure 3: Tyson Avenue (2 - Lane) 
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Figure 6: Intersection of Westshore Boulevard and Gandy Boulevard Figure 7: Intersection of Manhattan Avenue and Gandy Boulevard 
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Figure 8: Intersection of Westshore Boulevard and Tyson Avenue (2 - Lane Tyson Avenue) Figure 9: Intersection of Manhattan Avenue and Tyson Avenue (2 —- Lane Tyson Avenue) 
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Figure 10: Intersection of Westshore Boulevard and Tyson Avenue (4 —- Lane Tyson Avenue) Figure 11: Intersection of Manhattan Avenue and Tyson Avenue (4 — Lane Tyson Avenue) 
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1426 Harbour Walk Road e Tampa, FL 33602 
813.221.5223 e Fax 813.354.4422 


Pedestrian and Bicycle Issues in Gandy Blvd Area 
TECHNICAL MEMORANDUM: 


Date: 05/31/2006 

To: Demian Miller 
Tindale Oliver And As 
1000 N. Ashley Dr; STE 100 
Tampa, FL 33602 

CC: 


From: Michael M. Moule, PE, PTOE 


Subject: Technical Memo - Pedestrian and Bicycle Issues in Gandy Blvd Area 


This memorandum is intended to document several issues related to pedestrian and bicycle 


transportation on and near Gandy Boulevard in South Tampa including: 
=» Proposed Tyson Avenue Corridor Bicycle and Pedestrian Design Issues 


» South Tampa Greenway Crossing Options for Gandy Boulevard 
= Review of Design Plans for Gandy Boulevard (255822-2-52-01) 


Tindale-Oliver & Associates, Inc. 


Tyson Avenue Bicycle and Pedestrian Design Issues 


In order to accommodate the projected traffic growth south of Gandy Boulevard, an extension of Tyson 


Avenue is proposed between Westshore Boulevard and Manhattan Avenue. 


The City of Tampa Parks and Recreation Department has a Master Plan for the South Tampa Greenway to 
include off-street trails and on-road bike facilities. The South Tampa Greenway is proposed to connect the 
existing Friendship Trail Bridge with the existing trail along Bayshore Boulevard. The Tyson Avenue 


corridor has been identified as a route for a portion of this important regional trail. 


Combining the existing unopened Tyson Avenue right-of-way with the adjacent railroad right-of-way, a total 
75-foot wide right-of-way is available. Tyson Avenue and the South Tampa Greenway must all fit within this 
width. 


Two different cross-sections have been considered for this future street. Both options strive to provide a 
balance between motor vehicle capacity and the friendliness and safety of the street for pedestrians and 
bicyclists. However, one option favors motor vehicle capacity over walkability and bicycle friendliness. The 


other provides better facilities for pedestrians and bicyclists, but has somewhat less motor vehicle capacity. 


Both design options for the Tyson Avenue place the South Tampa Greenway shared use path on the south 
side of the street and also include a sidewalk on the north side. The sidewalk on the north side is proposed 
to connect to the neighborhood to the north by short walkways that follow the existing unopened rights-of- 


way for Trask Street and Hesperides Street. 


The south side alignment for the South Tampa Greenway is preferred over the north side because there 
are fewer potential vehicle conflicts at the intersections. The trail is planned to run along Tyson Avenue 
from Bridge Street to Manhattan Avenue. It is planned along the west side of Bridge Street north of Tyson 
and along the east side of Manhattan south of Tyson. Thus the trail must go through three intersections 
along Tyson (at Bridge, Westshore, and Manhattan). Since Bridge Street at Tyson will be a T intersection, 
if the trail crosses Tyson Avenue on the west side of Bridge Street, it won’t need to cross Bridge Street at 


all. In addition, a review of the projected turning movement volumes at the intersections of Tyson at 
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Manhattan and Tyson at Westshore indicates that there are about 35% fewer turning vehicle conflicts for 


the trail if it is on the south side of Tyson Avenue instead of the north side. 


Although the south side alignment has fewer turning conflicts, the trail crossings across Westshore 
Boulevard and Manhattan Avenue still represent a significant source of vehicular conflicts for trail users. 
Listed below are several treatments that should be considered in order to improve safety and efficiency for 
trail users: 

e The corner radii at the intersections should be kept as small as possible based on the needs of a 
reasonable design vehicle that represents vehicles that will regularly make turns at the 
intersections. Large corner radii allow drivers of passenger vehicles to turn at high speeds, 
increasing the hazard for trail users. 

e Permissive westbound left turns can be particularly hazardous for trail users. The westbound left 
turn movement should be made “protected-only” whenever trail users actuate the pedestrian signal 
for the trail. 

e Eastbound right turns on green are another source of potential conflicts for trail users. A 3 second 
leading pedestrian interval (LPI) should be provided to give trail users a head start, prior to the 
eastbound green interval. The LPI can be enhanced by providing a “blank-out” no turn on red 
(NTOR) sign that faces eastbound traffic. The NTOR sign should be illuminated during the LPI. To 
further enhance the LPI, the NTOR sign should be illuminated for a designated period prior the LPI. 
For example, the NTOR sign could be illuminated during the westbound protected left turn phase. 
The LPI and the NTOR illumination should be programmed to occur only when pedestrians and 
cyclists actuate the signal. 

e Northbound right turns on red are also a potential hazard for trail users. A blank-out NTOR sign 
should be placed to face northbound traffic. This sign should be illuminated during the “Walk” and 


“Flashing Don’t Walk” intervals for the trail crossing (only when trail users actuate the signal). 


Both design options for Tyson Avenue also include at least one mid-block crosswalk. This crosswalk would 
be located where the walkway on the Trask Street right-of-way connects with Tyson Avenue. This 
crosswalk serves to allow people to access the South Tampa Greenway from the neighborhood north of 
Tyson Avenue. In addition, it is anticipated that if the South Tampa Greenway is built as discussed in this 
memo, a pedestrian connection may be made from the proposed residential development south of Tyson 


Avenue. Some of these residents will have a desire to travel north to the existing residential neighborhood 
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across Tyson Avenue. A well-designed mid-block crosswalk will serve these residents as well as those 
wishing to access the trail from the north along Trask Street. Another similar crosswalk could be placed at 


the walkway on the Hesperides Street right-of-way if deemed necessary. 


Higher-Capacity Option for Tyson Avenue 

The higher-capacity option for Tyson Avenue includes two through lanes in each direction with added left 
turn lanes at any location where traffic is allowed to make a left turn. The higher-capacity typical cross- 
section is shown in Figure 1. The cross-section includes four 11-foot travel lanes, a 5-foot sidewalk with 3- 
foot setback on the north side, and a 10-foot wide shared use path with a 5-foot setback on the south side. 
In addition, a 3’ offset from the right-of-way is included for the trail; this ensures that an appropriate graded 
shoulder or shy distance will be provided if the adjacent development includes a fence or wall on the right- 


of-way line. 


Travel Lanes Travel Lanes 


20’ 


j= Curb & Gutter Curb & Gutter Jt 


Setback Setback 


Sidewalk Multi-use Trail 


Figure 1. “High-capacity” typical cross-section for Tyson Avenue 


For the mid-block crossing at Trask Street (and possible crossing at Hesperides Street), the cross-section 
should be modified to include a median island that acts as refuge for pedestrians crossing to the trail from 


the neighborhood to the north. Figure 2 shows the cross-section at the crossing. This cross-section 
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represents a few compromises due to the relatively narrow right-of-way. The travel lanes have been 
narrowed to 10 feet, a width that is acceptable for a collector street in constrained conditions. The setback 
from the back of curb to the shared use trail is reduced to 4 feet. 4 feet is sufficient as a graded shoulder or 
recovery area for trail users and due to the width of the curb and gutter, there is still at least 5 feet of 
separation between the trail and the actual travel lane. The 2-foot setback from the right-of-way line is 
less than the preferred 3 feet, but provides the minimum necessary shy distance. On the north 
side, the 3’ buffer is eliminated, and the sidewalk is widened to 6 feet since a 5-foot curbside sidewalk is 


too narrow. 


Travel Lanes Travel Lanes 


Setback 


Sidewalk Multi-use Trail 


{ Pedestrian Crossing 
Curb & Gutter Island Curb & Gutter 
Setback 


Figure 2. “Hiqgh-capacity” cross-section for Tyson Ave. at pedestrian crossin 


This pedestrian crossing will likely not have enough pedestrians to meet signal warrants. However, in order 
to provide for pedestrian safety and convenience, several features are necessary: 
e The median island is critical in improving the safety at crosswalks on multi-lane roadways. Median 
islands break the crossing into two simpler crossings of one-way roadways and have been shown 
to reduce pedestrian crashes by as much as 40%. To place the island, the roadway should be 


tapered using the appropriate taper rate for the design speed. At least 30 feet of full width is 
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recommended to make the island more conspicuous to motorists and to provide space for 
landscaping. 

e Longitudinal crosswalk markings (“ladder” or “continental” type markings) should be used to provide 
better visibility of the crosswalk for motorists. The markings should be spaced to avoid typical tire 
paths of motor vehicles. 

e Advanced yield lines and “Yield Here to Pedestrians” signs should be placed on each approach as 
described in the Manual on Uniform Traffic Control Devices (MUTCD). These lines and signs 
require motorists to stop further back from the crosswalk, reducing the incidence of the “multiple 
threat” crash type. 

e Pedestrian Crossing Warning signs should be included in advance of the crosswalk. 

e If a driveway is built on Tyson Avenue to access the proposed development to the south, it needs to 
be placed where it will not create conflicts with the pedestrian crosswalk. It should not be placed 
within 150 feet of the crosswalk on the west side of the crosswalk since right-turning motorists often 


fail to look to the right before turning. It can be placed just east of the crosswalk if necessary. 


Based on this four-lane cross-section and the estimated traffic volumes, proposed lane assignments at the 
intersections of Westshore and Manhattan have been developed. The proposed lane assignment for the 
intersection of Westshore Boulevard and Tyson Avenue is as follows: 

e Southbound: 1 right (drop lane); 1 through; 1 left 

e Westbound: 1 through-right; 1 through; 1 left 

e Northbound: 1 through-right; 1 through; 1 left 

e Eastbound: 1 through-right; 1 through; 1 left 
The proposed lane assignment for the intersection of Manhattan Avenue and Tyson Avenue is as follows: 

e Southbound: 1 right (drop lane with acceleration lane); 1 through; 1 left 

e Westbound: 1 through-right; 1 left 

e Northbound: 1 through-right; 1 left 

e Eastbound: 1 right; 1 through, and 1 left (drop lane). 


At Manhattan and Tyson, the proposed southbound right turn drop lane with an acceleration lane is a 


potential source of significant conflicts with pedestrians. This conflict can be mitigated by tight geometric 


design, good signing, and possibly even a signalized pedestrian crossing. 
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Lower-Capacity Option for Tyson Avenue 

The lower-capacity option for Tyson Avenue includes one through lane in each direction, bike lanes, anda 
center median which can be either flush or raised but should be raised at any pedestrian crossings. With 
uninterrupted flow between Westshore and Manhattan, the single lane in each direction is sufficient to carry 
the anticipated traffic volume mid-block. Using the anticipated traffic volumes, a planning-level analysis of 
each signalized intersection indicates that with a single lane eastbound and westbound, these intersections 


are estimated to operate near capacity but not over capacity. 


The lower-capacity typical cross-section is shown in Figure 3. The cross-section includes two 11-foot travel 
lanes, a 5-foot sidewalk with 5-foot setback on the north side, and a 10-foot wide shared use trail with a 5- 
foot setback on the south side. In addition, a 3’ offset from the right-of-way is included for the trail; this 
ensures that an appropriate graded shoulder or shy distance will be provided if the adjacent development 


includes a fence on the right-of-way line. 


Although it may seem that the bike lanes and the trail are redundant facilities, each facility serves a 
different type of cyclist. Cyclists who approach this area on the South Tampa Greenway will generally stay 
on the trail along Tyson Avenue. On the other hand, cyclists who are using the street network to travel will 
ride on Tyson Avenue, not the trail, whether or not bicycle lanes are provided. The bike lanes allow 
motorists to pass these cyclists. For this reason, bicycle lanes are more important for the 2-lane option than 
the four-lane option; in the four-lane high-capacity option on-road cyclists will generally use the right lane 


and motorists will pass them in the left lane. 


provides an excellent refuge for pedestrians crossing at the mid-block crossing at Trask Street. With only a 
single lane in each direction, the mid-block crosswalk should operate well for pedestrians, without 
additional enhancements except for high-visibility crosswalk markings and normal pedestrian crossing 


signs in advance of and at the crosswalk. 
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Based on this two-lane cross-section and the estimated traffic volumes, proposed lane assignments at the 
intersections of Westshore and Manhattan have been developed. The proposed lane assignment for the 
intersection of Westshore Boulevard and Tyson Avenue is as follows: 
e Southbound: 1 right (drop lane); 1 through; 1 left 
e Westbound: 1 right; 1 through; 1 left 
e Northbound: 1 right; 1 through; 1 left 
e Eastbound: 1 right; 1 through; 1 left 
The proposed lane assignment for the intersection of Manhattan Avenue and Tyson Avenue is as follows: 
e Southbound: 1 right (drop lane); 1 through; 1 left 
Westbound: 1 through-right; 1 left 
e The raised median 
e Northbound: 1 through-right; 1 left 
e Eastbound: 1 right; 1 through, and 1 left 


ai ROW 
: ans Line 
iF . Travel Lane 20’ 

1 3 2’ 


: iss ; 
| LL Curb & Gutter 
Setback 


Sidewalk 


Median 


Curb & Gutter | 


Setback 


Multi-use Trail 


Figure 3. “Low-capacity” cross-section for Tyson Ave 
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South Tampa Greenway Crossing Options for Gandy Boulevard 


The South Tampa Greenway is proposed to connect to the Friendship Trail Bridge. The trail bridge is on 
the north side of Gandy Boulevard and the South Tampa Greenway is proposed to run south from Gandy 
Boulevard along Bridge Street. Therefore, the trail needs to cross Gandy Boulevard. The Florida 
Department of Transportation has considered and dismissed the idea of tunnel or underpass due to likely 


groundwater seepage problems. Other possible options are discussed below. 


Signalized crossing at the intersection of Westshore and Gandy 
This is the nearest signalized intersection and at first glance appears that it might be a workable solution. 


However, there are two major problems with providing a trail crossing on the west leg of this intersection. 


First, this intersection has a significant number of conflicting turning movements that could create a serious 
hazard for trail users. A small amount of turning movements can be mitigated through good design and 
signalization treatments. However, in this case, the necessary signal timing and operation solutions to 


eliminate conflicts could create too much delay to motor vehicle traffic. 


The second problem is that the trail is proposed to run down Bridge Street and requiring trail users to go 
down to Westshore means a 1000-foot detour each way. Many trail users will not tolerate such a detour, 
resulting in users crossing mid-block near Bridge Street, or traveling along the shoulder of Westshore 
Boulevard to reach the trail at Tyson Avenue. If an alternate crossing strategy cannot be found, any future 
improvements along Westshore Boulevard from Gandy Boulevard to Tyson Avenue should include a 


shared use path, or at a minimum, adequate sidewalks and bicycle lanes. 


Bicycle and pedestrian bridge over Gandy Boulevard 
A bridge could be built to carry trail users over the top of Gandy Boulevard. Given the nature of Gandy 


Boulevard and the regional importance of the South Tampa Greenway, a bridge is probably the best 
solution in the long term. There are several examples of similar overpasses for the Pinellas Trail over 
arterial roads like Gandy Boulevard. 
The advantages of an overpass are: 

e Theoretically removes the conflict between trail users and vehicles. 

e Would provide a nice view of the bay for trail users. 


The disadvantages of an overpass are: 
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e Significant cost compared to at-grade options; 

e Some users may ignore the structure. If the trail alignment is fairly linear on the approaches to the 
structure most users will use the structure as intended. Spiral ramps or other features that create 
significant out-of-direction travel are strongly discouraged and would likely cause more users to 


avoid the structure. 


Mid-block signalized crossing west of Bridge Street 
A mid-block signalized crosswalk could provide positive control for trail users to cross Gandy Boulevard. 


The advantages of a mid-block signalized crossing are as follows: 

e Motor vehicle traffic is stopped by the signal, reducing the conflict for trail users. 

e Because it is mid-block, there are no turning vehicles that conflict with trail users. 

e Asignal may create a ‘gateway’ effect calming traffic prior to entering the busy intersection at 
Westshore Boulevard and the Gandy Boulevard Corridor. 

Potential disadvantages of a mid-block signalized crossing include: 

e Itis possible that signal warrants will not be met. 

e Asignal would result in delay for motorists. This delay can be reduced by providing a “two-step” 
signal, where trail users cross one direction of traffic on Gandy at a time. The wide median in this 
area makes this possible. 

e There is the potential for motorists to run the red signals, endangering trail users. A signal placed at 
a non-intersection location may be unexpected, increasing this behavior. This is particularly a 


concern for eastbound motorists, who are coming off of a high-speed, uninterrupted facility. 


Signalized crossing at Bridge Street 
If a traffic signal were installed at Bridge Street, the trail crossing could be placed here. 
Advantages of a signalized crossing at Bridge Street include: 

e Positive control to stop through motorists on Gandy Boulevard. 

e Compared to a mid-block signal, a signalized intersection with a fair amount of vehicle traffic on the 
cross street is in keeping with motorists’ expectations and may therefore incur a lower incidence of 
motorists disregarding the traffic signal. 

e The crossing is placed at the location where the trail will head south, reducing direction changes for 


trail users. 
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e Asignalized intersection here may create a ‘gateway’ effect calming traffic prior to entering the busy 
intersection at Westshore Boulevard and the Gandy Boulevard Corridor. 

e Asignal here may help relieve other possible congestion and safety problems for traffic turning onto 
Gandy Boulevard. In particular, the signal will facilitate northbound left turns from Bridge Street, 
potentially reducing congestion at the intersection of Westshore Boulevard and Gandy Boulevard. 

e The mixed-use development and “town center” planned for Bridge Street will attract pedestrian 
traffic from the Culbreath Key Apartments. A signal at Bridge Street will serve these pedestrians in 
addition to trail users. 

Disadvantages of a signal at Bridge Street include: 

e There are turning vehicle conflicts for trail users at the intersection. 

e Turning conflicts are compounded by the fact that Culbreath Key Way is offset from Bridge Street. It 
would be best if Culbreath Key Way and/or Bridge Street could be realigned to provide a cross 
intersection. If the offset remains, the two intersections would likely need to be signalized as one 
intersection, and the trail crossing would be placed on the west side, running concurrently with the 
southbound approach of Culbreath Key Way. 

e While a signalized intersection may improve capacity for traffic turning onto Gandy Boulevard, it will 


generally decrease capacity for traffic traveling along Gandy Boulevard. 


Signalized crossing at park and boat ramp access 
A signal could also be considered at the existing intersection that serves the parking lot for the Friendship 
Trail, the Marine Corps property, and the boat ramp and parking lot on the south side. 
Advantages of this signal include: 
e Positive control to stop through motorists on Gandy Boulevard. 
e A signal may create a ‘gateway’ effect calming traffic prior to entering the busy intersection at 
Westshore Boulevard and the Gandy Boulevard Corridor. 
Disadvantages of this signal include: 
e There are turning vehicle conflicts at the intersection. 
e This signal may be unexpected by eastbound motorists who are coming off of a high-speed, 
uninterrupted facility. 


e Asignal here will generally decrease capacity for traffic traveling along Gandy Boulevard. 
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Review of Design Plans for Gandy Boulevard 


This next section represents a review of the Florida Department of Transportation construction plans 
(Financial Project ID # 255822-2-52-01). The plans were reviewed to evaluate walkability and bicycle- 
friendliness as well as safety issues for pedestrians and bicyclists. In general, high-volume suburban 
roadways are challenging for pedestrians and cyclists. The speed and volume of traffic make it 
uncomfortable for non-motorized users to walk along the roadway and difficult for these users to cross the 
roadway. This area of south Tampa is urbanizing quickly, and a more urban design that uses slower design 


speeds would generally make the roadway more hospitable to drivers. 


As is the nature of review comments, the detailed comments below typically focus on design details and 
issues that could be improved for pedestrians and bicyclists. However, there are several general aspects of 
the design that do improve conditions for pedestrians and bicyclists. First and foremost, the installation of a 
raised median can dramatically improve safety and convenience for pedestrians and bicyclists. By breaking 
crossings into two easy crossings of one-way roadways, the median makes the frequent random mid-block 
pedestrian crossing activity much safer and easier. In addition, by eliminating left turns, the median 
improves safety for pedestrians and bicyclists traveling along Gandy Boulevard. The design also includes 
textured crosswalks, which provide an aesthetic touch and provide more crosswalk visibility than the two 
white lines alone. On the other hand, textured crosswalks may result in problems for some disabled users 


and are not as visible as “ladder” or “continental” crosswalk markings. 


The following comments address design issues related primarily to safe and efficient pedestrian and 
bicycle transportation in the Gandy Boulevard corridor; there are a few comments that address motor 
vehicle issues not related to non-motorized users: 

1. Inthe built-up area of this project between Bridge Street and Himes Avenue, there are 5 traffic 
signals over a length of about 1.7 miles or 8,900 feet. The signal spacing is approximately as 
follows: 

e Westshore Blvd. to Manhattan Avenue: 2,720’ or 0.52 miles; 

e Manhattan Avenue to Lois Avenue: 990’ or 0.19 miles; 

e Lois Avenue to Dale Mabry Highway: 2,890’ or 0.55 miles; 

e Dale Mabry Highway to Himes Avenue: 1,360 feet or 0.26 miles 
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In general, most pedestrians will not travel more than a few hundred feet to reach a signalized 
crossing. Able-bodied pedestrians will typically cross mid-block between signalized crossings. As 
mentioned earlier, the proposed raised median will make this normal crossing behavior easier and 
safer. However, many pedestrians, including those who are disabled as well as children and the 
elderly, prefer to cross at signalized crossings. Pedestrians are served best if signals are spaced no 
more than one-eighth of a mile (660 feet) apart. Ata minimum, signals spaced at no more than one- 
quarter mile apart are needed to provide crossing opportunities for those who want or need a signal 
to cross. On Gandy Boulevard, there are two gaps between signals that are over a half mile long. 
Between Lois and Dale Mabry, the Crosstown Expressway reduces the demand for pedestrian 
crossing activity, but between Westshore and Manhattan, there are many businesses that generate 
pedestrian activity. Additional signalized and/or enhanced crosswalks along Gandy Boulevard could 
greatly improve safety and convenience for pedestrians. 

In the area between the Friendship Trail Bridge access road and Westshore Boulevard, the 
proposed diagonal striping on the shoulder should NOT be used. The shoulders of this road are 
used by many bicyclists to cross the bay to access the Trail, and these stripes result in a rough 
surface condition for bicyclists. Even with the proposed shared use path, many cyclists will choose 
to use the roadway shoulders because they realize that this is both safer and more convenient than 
using the shared use path. This is especially important since the shared paths do not continue all 
the way to a signalized intersection. 

It is a mistake to eliminate the shoulders in the urban section between Bridge Street and Westshore 
Boulevard. As stated above, this is a very popular route for cyclists. Perhaps a narrower median 
would be appropriate and allow for the continuation of shoulders here. It appears that the median 
could be narrowed throughout the project, allowing for the installation of bike lanes. 

The wide medians create sight distance problems for motor vehicle traffic making opposing left 
turns from Gandy Blvd. When drivers from both directions are waiting to make left turns off of 
Gandy Boulevard at the same median opening or intersection, the opposing vehicle blocks the view 
of oncoming traffic. This problem is possible at all unsignalized intersections or driveways where 
opposing left turns are allowed, as well as any signalized intersections that allow permissive left 
turn movements. This problem can be resolved by using narrower medians or by shifting one or 
both of the left turn lanes to the left. 

Without a detailed review of the standard drawings for sidewalk ramps, it is hard to tell exactly how 
the ramps are designed, but looking at the designs on the plans, it appears that many of the ramps 


do not meet current best practices for ramp designs. The primary requirement that has been 
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overlooked is the requirement for all grade breaks to be at right angles. One example is the 
driveways shown with corner radii and ramps have gutters that will result in a lot of unusual slopes, 
unless extreme care is taken during construction. Another example is the “parallel” ramp design 
used at some of the intersections. A score line is shown at an acute angle to the curb, which would 
result in a non-perpendicular grade break. 

If no trucks are allowed on Westshore Boulevard to the north, then the corner radii do not need to 
be as large as shown. When feasible based on the appropriate design vehicle, smaller radii are 
important for increasing pedestrian safety. In addition, corners should be designed with the design 
vehicle making right turns into both through lanes on the street onto which the vehicle is turning. 

At the intersection of Gandy Boulevard and Manhattan Avenue, the crosswalks have been laid out 
well. At skewed intersections, it is always a good goal to keep the crosswalks as short as possible 
by placing them perpendicular to the centerline. This has been done for the crosswalks across 
Manhattan Avenue and it works well. For the crossings of Gandy Boulevard, placing the crosswalks 
perpendicular to the centerline would place them around the corner from right-turning vehicles from 
Manhattan Avenue that have their green signal concurrent with the Walk signal. Pedestrians would 
then be placed where they are not visible for these motorists. The crosswalks are designed well as 
shown. 

It seems that the southbound left turn from Church Street should have a RR Xing arm to stop this 
movement when a train is passing. 

At the intersection of Gandy Blvd. and Dale Mabry Highway, the raised island and large corner 
radius creates a hazardous situation for pedestrians. The corner radius is about 90 feet, which is 
consistent with a design speed of 25 mph. Some motorists will be able to use this radius and the 
wide lane to make this turn at 30 or even 35 mph. These speeds make it difficult for pedestrians to 
cross safely. The right turn slip lane includes a full receiving lane that eventually becomes a right 
turn lane further south. Due to the fact that there is no eastbound right turn lane to serve the slip 
lane, there is very little capacity improvement by having a slip lane at this location. This corner 
would be much safer for pedestrians if the additional southbound lane was not developed until after 
the intersection. This corner would likely be safer for pedestrians if it were re-constructed with a 


normal corner radius and no island. 
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10. Also at Gandy and Dale Mabry, a painted island is shown on the northwest corner, with a corner 


11. 


12. 


radius of about 50 feet. The painted island is used to create a de-facto free-flow right turn slip lane; 
motorists will have a tendency to turn right without stopping, regardless of the color of the traffic 
signal. Without a raised island a free-flow movement is unsafe for pedestrians and motorists alike. 
To improve safety, the corner radius could be reduced and the painted island removed. To provide 
more capacity while improving safety compared to the existing condition, a raised island could be 
installed. A safe and efficient island design involves a compound radius (long radius of about 150 to 
250 feet followed by a shorter radius of 35 to 50 feet). This improves the ability of right-turning 
motorists to see both southbound motorists on Dale Mabry Highway and pedestrians crossing to 
and from the island. It also slows turning motorists; this makes it safer for pedestrians and 
encourages proper yielding behavior to pedestrians and motorists. 

Also at Gandy and Dale Mabry, the east leg crosswalk needs to be marked and accommodated in 
the signal timing. Removing this crosswalk forces pedestrians to cross more streets than they need 
to, increasing the hazards for pedestrians. And this is exacerbated by the fact that pedestrians are 
then twice forced to cross the “free-flow” right turn lane on the northwest corner of the intersection. 
It would be very unfortunate if this project cannot be used to remove the severe deficiency of having 
no sidewalk on the south side of Gandy Boulevard between Dale Mabry and Himes Avenue. There 
is less than 500 feet of length (immediately east of Dale Mabry) where the right-of-way does not 
exist to install sidewalks. Efforts should be made to obtain the necessary right-of-way or easements 


to build the sidewalk here and connect it to Himes Avenue. 
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